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SETTLEMENT OF THE STRIKE 

We offer our sincere congratulations to the Railway 
Executives Association which, by unanimous resolution, 
has refused to accept the “compromise” suggested by 
President Harding for the settlement of the railroad 
strike. The action of the executives is the more notable 
for the reason that most persons expected that they 
would yield to the President’s wishes, regardless of their 
own view of what was right, though they might do so 
under protest. 


We ourselves do not think it ought to be taken as 


such an evidence of stiffening substance in the backbone 


that the executive officers of the railroads of the coun- 
try should prefer their own judgment and their own con- 
science to the wishes of the President of the United 
States; but it has become the fashion to believe that 
when the President interferes he should have his way. 
This fashion became the more securely fastened on the 
public while the European war was on. It was, for the 
most part, justified then, because, in time of war, some- 
one has to act and, right or wrong, there is not time to 
question his judgment. He must decide and he must 
take the responsibility. But in the ordinary course of 
events—or even in somewhat extraordinary situations 
that sometimes arise—he is not and should not be su- 
preme. He works for the railroads and the rest of us— 
we do not work for him. We tell him what to do—not 
he us. 

In his suggestion for the settlement of the strike— 
that part of it respecting the seniority rights of the men, 
which is the only one of his suggestions that has caused 
important controversy—President Harding was asking 
the railroads to do an immoral thing. He was asking 
them to break their promises to the men employed to 
take the places left vacant by the strikers and to put 
the strikers, if they returned to work, ahead of the sub- 
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stitutes that were employed, in the matter of seniority 
rights. There is generally room for compromise in the 
settlement of any controversy, but no proper settlement 
can be based on dishonor. 

Moreover, the proposal made by the President was 
bad from a business point of view, because it would 
have achieved nothing in the long run. It would, per- 
haps, have put the strikers back to work at this time, 
but what would have happened on some future similar 
occasion? Would the railroads be able to employ men 
to take the places of strikers with the record behind them 
of not keeping their promises, and with the record of 
the national goverment in requesting or requiring them 
to break their promises? Would not the employes be 
more than ever likely to strike with this established pre- 
cedent of restoring their seniority rights after they chose 
to return to work? Anybody ought to be able to answer 
those questions. 

We can account for President Harding’s attitude 
only on the theory that he is playing politics or that his 
mind does not work right. Perhaps both elements are 
involved. We believe he is honestly desirous of improv- 
ing the condition of the country by bringing to an end 
the strikes that trouble it. We believe, also, that he is 
a politician and that he is not unaware of the political 
advantage to be obtained in some quarters by making 
the railroads “jump through.” We think he has either 
not given sufficient thought to this problem to see it 
squarely, or that he does not care whether or not he sees 
it squarely, but merely desires to get things settled. 
That is the usual American attitude, and it is even com- 
moner among that part of the American public that en- 
gages in politics. Probably President Harding would 
have been as willing to have the strike settled by the 
men forfeiting their seniority rights as by having them 
retain those rights; but probably he thought that could 
not be done and he chose a way that he thought would 
be successful. 

It is difficult for us to understand how any one with 
information about the situation, with the desire to do the 
right thing, and with average ability to think and rea- 
son, could suggest the thing that President Harding 
suggested. The Railroad Labor Board, which is the 
duly constituted government agency for handling such 
problems, decided what the wages of railroad shopnien 
should be. The men refused to abide by the decision and 
struck. The board then declared them outlawed and 
gave the railroads advice about how to proceed to build 
up other organizations of workmen who could appear 
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before the board in wage controveisies. ~The railroads, 
after first giving the men ample opportunity to return 
to work on pain of forfeiting their seniority rights, acted 
in accordance with the decision and the resolution of 
the board. Then the men demanded restoration of their 
seniority rights as a condition of their return to work 
and President Harding advised that their request be 
granted, notwithstanding the promises made by the rail- 
roads to the new men employed to take the places of the 
strikers. And he has caused the railroads to appear—to 
the poorly informed public—as standing in the way of 
a settlement of the strike. Those are the facts and there 
is no getting away from them. 

We do not wish to be understood as of those who 
believe that labor has no rights and that the unions are 
always wrong. We believe in unions. We believe that 
if it had not been for them the condition of labor would 
still be much what it was in the days when employers 
did as they pleased. It is only through the assertion of 
organized power that the workingman has obtained his 
rights and his present position. Labor abuses its power, 


but so did capital and so it would again, doubtless, if it 


could. Nor do we refuse to see that there are occasions 
when an impasse makes it advisable for the President 
of the United States to step in the interest of the public, 
which, in the fight between capital and labor as to their 
respective rights, is deprived of its rights. Some one 
with courage and brains must wield the big stick. If he 
does it well and to the end that a just settlement is 
reached, he earns and receives praise. If he does it ill, 
he receives—though he may not have earned—public 
condemnation. 

But we protest that the present situation is not one 
of those where such intervention is necessary or proper. 
Congress created the Railroad Labor Board to make 
unnecessary and impossible just these contests between 
manager and employe where the rights of the public 
are lost sight of and intervention is needed. The Labor 
Board has acted. Its orders must be obeyed or those 
who disobey them must stand condemned. The only 
orderly course for the men is either to refuse to work any 
longer and let others take their places, without contest, 
or to stay at work and make application for a rehearing 
of their case. Any course on the part of the President 
of the United States that encourages any other line of 
conduct is subversive of our American institutions and 
of public order. The present ‘contest is not between 
capital and labor, but between labor and the govern- 
ment. 

Though we have nothing to say in support of the 
course taken by the striking shopmen it, at least, 
may be said that they are not wholly to blame while 
the chairman of the Labor Board and the President 
of the United States are advising the railroads to a dis- 
honorable course of action that would permit the men 
to return to work on their own terms. These govern- 
ment authorities are responsible, not only for proposing 
a dishonorable and unbusiness-like settlement, but for 
the continuation of strike conditions. What would you 
do if you were a striker? As long as the President, and 
Mr. Hooper, and others were working in your interest, 
you would stay out, wouldn’t you, hoping and expecting 
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that things would be settled your way? If these per- 
sons would keep their hands off and really try to sustain 
the Labor Board, instead of merely talking about its 
power and dignity, the strike trouble would soon be 
cured. The men would return to work or others would 
take their places. 

There is considerable idle talk by persons assuming 
to speak the President’s mind, and even by the chief 
executive himself, about this power and dignity of the 
board and the recognition that the President’s proposed 
settlement would give to its authority. Can they not 
see that, so far from establishing the authority of the 
board, the proposed settlement would do just the con- 
trary? The way to maintain the authority of the board 
is to tell the men that its mandates must be obeyed or 
appealed from in orderly fashion. How is the authority 
of the board maintained by compelling the railroads to 
compromise with the men on a dishonorable basis, after 
they have struck rather than comply with the board’s 
decision? 

We have never been in favor of a Railroad Labor 
Board, but when this strike situation came on we were 
prepared to admit that perhaps we were wrong, if the 
board had handled the matter with dignity and consist- 
ency. If it and the President had insisted that its rulings 
must be observed, we think they would have been 
observed finally, and it could at least have been said for 
the board that it had acquitted itself well and had ac- 
complished good results in this particular case. But now 
we think less than ever of it and of the probability that 
it will ever function beneficently. Without it in this 
case, for instance, we should be no worse off than we 
are. Indeed, we should probably be better off. 

We hope the railroad executives will hold out in 
their determination not to yield to the immoral and un- 
businesslike settlement plan of President Harding. They 
are receiving encouragement from all quarters in their 
present course and ought to be convinced that what they 
are doing is meeting with the approval of that part of 
the public that really understands and is capable of judg- 
ing. President Harding ought to be similarly convinced, 
but he does not seem to be. 

We hope, now, that no one will rise up and accuse 
us of playing politics, because we are criticizing a Re- 
publican president. We would say just what we have 
said if the President were anyone else, either of his 
party or of any other party. This is not a question of 
politics but of proper understanding of a serious trans- 
portation condition. There is nothing to be gained by 
silence or by cowardly acquiescence in the plans of th? 
chief executive of the nation when he is absolutely wrong 
on both moral and economic grounds. 


HARDING UPHOLDS DAVIS 


The Trafic World Washington Bureau 


President Harding has approved the stand taken by Direc- 
tor-General Davis with regard to the meaning of section 206 (a). 
The Director-General construed that section to mean that he could 
not pay loss and damage claims on which suit had not been be- 
gun within two years. That decision was announced in United 
States Railroad Administration division of law circular No. 56, 
dated February 1. It was based on the refusal of the supreme 
court of the United States to issue a writ of certiorari in the 
case of Ellis vs. Payne, 274 Federal, 443, which declination was 
made January 30, 1922. 

Appeal to the President was taken from Mr. Davis’s decision 
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by ‘the New York Board of Trade and Transportation (Traffic 
World, July 29, p. 250). In passing on that appeal, President 
Harding comunicated with Frank S. Gardner, secretary of the 
association, through George B. Christian, his secretary. 
Specifically Mr. Christian answered the letter of appeal and en- 
closed documents sent to the White House July 19. While Mr. 
Christian had disposed of the matter before Mr. Gardner’s appeal 
was published in the Traffic World, Mr. Christian did not make 
his answer public until this week. Mr. Christian said: 


I am directed by the President to advise you of the receipt of 
your favor of the 19th instant, with enclosures, appealing from the 
decision of the Director General of Railroads in the matter of the 
construction of the limitation clause contained in paragraph (a) of 
Section 206 of the transportation act. 

The President has given considerate attention to all of the docu- 
ments submitted and arguments presented. He desires me to suggest 
that if the limitation provided for in the section of the transportation 
act above referred to is waived as to the class of claims represented 
by your organization, then it must be waived as to all classes of 
claims that may be presented. The President does not believe he 
would be justified in authorizing this general waiver and desires me 
to say to you that the letter of the Director General addressed to you, 
of date April 18th, 1922, quite accurately presents the attitude of the 
administration, and he approves the conclusions therein stated. 


The New York association took its appeal, not from the 
circular issued in February, but from the discussion of the law 
sent by Mr. Davis to Mr. Gardner, dated April 18, in which the 
Director-General was urged to pay the claims on the theory that 
the claims constituted debts of honor. Mr. Davis’s letter took 
the position that the language of the law was that of a statute 
of limitations which Mr. Davis could not disregard, as to claims 
for loss and damage to freight, without also waiving it as to 
all other classes of claims filed against the Railroad Administra- 
tion, and thus rendering the statute of no effect whatever. In 
his letter Mr. Davis said: 


I have carefully noted your letter of the 17th inst., which in effect 
asks the Railroad Administration to waive the limitation of paragraph 
(a) of Section 206 of the transportation act, and pay meritorious loss 
and damage claims as debts of honor. 

The provisions of paragraph (a) of Section 206 are quite definite, 
and limit the time in which “actions at law, suits in equity and pro- 
ceedings in admiralty, based on causes of action arising out of the 
possession, use, or operation by the President of the railroad or system 
of transportation of any carrier’? must be brought to ‘not later than 
two years from the date of the passage of this act.’’ 


This is the ordinary language of a statute of limitations, and any 
payment made by the government subsequent to the date fixed by the 
act must be in the nature of a voluntary payment, upon a claim that 
cannot be legally enforced, or, as you term it, a debt of honor. I 
appreciate that an individual or a private corporation can make volun- 
tary payments, but I am at a loss to understand how, as a public 
official, I can pay out public money in the face of a restriction such 
as Congress inserted in this act, and, as these payments might run 


into quite large sums, I undoubtedly would have some difficulty in 


justifying these expenditures if Congress should enquire by what 
authority the payments which you suggest were made. 


I note your insistence is that I pay only meritorious claims. I 
assume that every claimant would insist that his particular claim is 
meritorious, and the Railroad Administration would be forced to dis- 
criminate between the claims presented as to those which in its judg- 
ment are or are not meritorious. I am quite sure, if that policy were 
adopted, there would be many charges of unjust discrimination. 

Many of these claims are presented by lawyers and collection 
agencies whose compensation is contingent on success, and many of 
them, upon analysis, are wholly without merit. 

You and your associates should appreciate that the loss and 
damage claims are comparatively a small proportion of the claims 
that are being presented. Personal injury, fire and labor claims, based 
upon technical constructions of complex orders, are being made. 

Either the administration must assume an authority which I do 
not believe is warranted, and say there is no limitation as to the 
time within which claims can be presented, or take the position that 
Congress had in mind a reasonable time limit within which claims 
should be presented; that two years was considered such reasonable 
time, and that this provision was made in aid of a speedy closing up 
of the liquidation of liabilities growing out of federal control. 

I am unable to appreciate the relevancy of your*argument as to 
the right to place a limitation in bills of lading when applied to the 
definite language adopted by Congress in regard to the enforcement of 
claims generally against the Railroad Adiminstration. 

I also note your conclusion: 

“This so clearly resolves the matter of these claims into debts 
of honor which cannot be avoided except upon a mere technicality, 
that the Railroad Administration, if it desires to maintain a record for 
honor in its dealings with the public, will of necessity waive the 
technicality and honor all just and meritorious claims.” 

_And your further statement that complying with the plain pro- 
visions of the law is regarded by you as “‘sharp practice.” 

Suggestions of this character are not at all helpful, either in 
furthering the cause presented or assisting me in the attempt to 
discharge the responsibilities which the law requires. 





GITTINGS CLAIM TURNED DOWN 


The Trafic World Washington Bureau 

Officials of the Shipping Board say there will be no reversal 

of its pesition with respect to claims filed by H. F. Gittings, Jr., 
of San Francisco, in connection with alleged discrimination by 
the board against the H. W. Baker Linen Company. They re- 
garded the incident as closed when their attention was called 
to a letter written by Mr. Gittings to Chairman Lasker, under 
date of July 21, stating that he had received no direct reply from 
the chairman in response to the charges. (See Traffic World, 
June 24 and July 1.) 
Mr. Gittings said in the letter that he had been notified that 

his letter of June 15 had been referred to W. K. Proom of the 
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marine insurance department of the board and that 22 days had 
elapsed without an answer. 

“Your failure to accord claimants ordinary justice on this 
claim, when you took care of other people, has made the worst 
kind of an impression on them,” Mr. Gittings wrote. 

It was said at the board that this letter had just been ap. 
swered and that the board had reiterated its previous position 
in the matter. It was explained that the delay was due to Mr, 
Proom’s absence from Washington. The board officials declined 
to make public the reply to Mr. Gittings. 


AIRPLANE FREIGHT SERVICE 


The Trafic World Washington Bureay 


A study of the possibilities of transportation of small. 
package freight of high vaJue by airplane has been begun by 
the airways division of the air service of the War Depart- 
ment. The intention of the division, according to Officials, is 
to gather information on the subject which would be of value 
to those inclined to establish privately owned and operated 
commercial air service lines. 

Major General Patrick, chief of the air service, in a letter 
to the Merchants’ Association of New York, outlined the depart- 
ment’s view as follows: 


This office has under investigation the possibilities of civil aircraft 
operating as a transportation agent along organized routes. In par- 
ticular, an organization to promote daily overnight transportation be- 
tween the industrial communities of New York and Chicago is being 
considered. 


It is of first importance to determine as accurately as_ possible 
what the average daily volume of traffic would be which would utilize 
overnight air transportation if it were so established that the reliabil- 
ity and safety of service were comparable to present-day railroad 
standard. Merchandise and express will probably be collected in the 
downtown districts of New York and Chicago between 6 and 7 p. m., 
with delivery the following morning in the opposite city between 7 
and 8 o’clock. It will be necessary to charge probably between $1 
and $2 a pound at least during the development period. 


The Merchants’ Association, it is understood, is co-operat- 
ing with the War Department and the Aircraft Manufacturers’ 
Association of New York in the matter. a 

Officials of the War Department explained that the activity 
of the department in seeking the information desired resulted 
from President Harding’s message to Congress some months 
ago in which he called attention to the possibilities in the 
development of commercial aircraft. 

The view of the President was reiterated in a letter of a 
few days ago to an aeronautical organization in New York. 
The President said: 

It is a real distinction to America to be known as the birthplace 
of the airplane; it should be our concern that this art shall not 
languish but that in its practical application we should lead the 
world. An amazing development will take place in the near future 
in the utilization of the air as a medium of transport and communi- 
cation. As a government we are aiming to provide this art with the 
necessary guaranties of law, and with such facilities as may be pos- 
sible through the encouragement of airways and terminals. 

Transportation of the mails by airplane has been demon- 
strated to be practical and the object of the government, ac- 
cording to the air service officials, is to encourage the use 
of the airplane for commercial purposes. The work has just 
been begun and no definite plans for the carriage of freight 
by airplane have been developed. 


RATES ON ROUGH RICE 


The Trafic World Washington Bureau 


In No. 11871, Lake Charles Rice Milling Co. of Louisiana, 
et al. vs. Louisiana Western et al., opinon 7752 (69 I. C. C. 508 
18), the Commission holds unreasonabie and unduly prejudicial 
rates on rough rice from producing points in Louisiana to Lake 
Charles, Bellevue, Crewley, Iota, and Gueydan, La. The Commis- 
sion ordered the carriers, not later than October 23, to establish 
rates on rough rice in accordance with the scale prescribed in 
the Lake Charles case (63 I. C. C. 18), plus inflations of 25 per 
cent and those allowed in Ex Parte 74, minus reductions in 
the 1922 reduced rate case. 
Add Rates on Rough Rice shrdlemfwypp? 

The affirmative part of the orders do not mention New 
Orleans as one of the points to which scale rates must be estab- 
lished. The cease and desist parts, however, require the rail- 
roads to quit charging their present rates, not only to those 
points mentioned in the affirmative part but also to New Orleans. 
The carriers are also affirmatively required to restore back-haul 
service in connection with transit rates on rough rice from points 
between the mill and the final destination on which they shall 
charge the clean rice rates from the milling point. They need 
not restore such service for distances in excess of forty miles 
or More than fifteen per cent of the distanec via the direct 
route, if such percentage is less than forty miles. : 

Reparation is to be made; all other prayers were denied. 


You ean get the day’s important traffie news every 
working day in the year through THE DAILY 
TRAFFIC WORLD. 
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Current Topics 
in Washington 





Political Views of Harding’s Compromise Plan.—What Pres- 
ident Harding offered as a “compromise” for the composing of 
the railroad strike disappointed his Washington friends. 
Whether he made friends of his enemies is one of the things 
for those having votes to discuss. The inclination immediately 
after the publication of the recommendation that the strikers 
be taken back with their seniority rights unimpaired was to 
appraise the plan as a move that would not improve the po- 
litical standing of the President. Charitable tongues had it that 
it was hard for one not wholly informed to form a good judg- 
ment and that the science of government is the faculty for know- 
ing when to give in and compromise. The answer to that was 
that there is a difference between compromise and surrender. 
Wilson compromised in 1916 in the same way. He gave some- 
thing and took something. He gave up everything demanded 
of him and got the peace that had to be bound down in the 
midst of the worst part of the war with a retroactive payment 
of something more than half a billion, the whole bill being 
something more than a billion. Those who regarded the Hard- 
ing plan as a compromise suggested that David Lloyd George 
has been in power a long time because he had known how to 
compromise just before the country was about to be hurled over 
the abyss. In answer to that it was suggested that Americans 
are just as naive about British politics as the English are about 
American—only more so. One of the differences between the 
American and English situations, it may be suggested, is that 
Lloyd George, in his negotiations about strikes rising to the 
dignity of civil war, was negotiating with elements that had put 
him into power. If Samuel Gompers, Bert M. Jewell and the 
others whose views became the views of the administration 
when the plan was submitted, led large elements of those who 
contributed to the Harding election, the fact was not known 
until long after the event. The impression until that time was 
the contrary. Gompers and the others who have been promi- 
nent in the effort to starve and freeze their fellow citizens into 
giving them preferred economic classification, were supposed to 
have been as valiantly engaged, two years ago, in trying to elect 
somebody else. It was suggested by those inclined to take the 
plan as the best that could be obtained, that the President’s 
critics were assuming too much when they assumed that, because 
Gompers et al. were anti-Harding in 1920, everything for which 
they stood was to be treated as something Harding should avoid. 





The Misplaced Trust of the Strike-Breakers.—Tarring and 
feathering, according to reports to railroads having important 
officials stationed in Washington, has been one of the favored 
methods employed by strikers to persuade those who took the 
places made vacant by the strike, that it was not true that a 
man could eat his cake and still have it. Two men who took 
the places of men who had exercised their right to quit jobs 
at Hagerstown, Md., were beaten, then tarred and feathered, 
and turned loose. One at Danville, Va., was similarly per- 
suaded. Local authorities at neither place, any more than at 
Herrin, Ill., did anything effective about it. Neither of the men 
at Hagerstown was a native. Being strangers, one from Balti- 
more and another from Pennsylvania, at least fifteen miles 
away, neither man had any rights the strikers were bound to 
respect. Probably the 170,000 shopmen who took the places 
given up by the strikers were also strangers and, therefore, not 
entitled to believe the Railroad Labor Board’s announcement 
of July 3 that they were entitled to the privileges of the award 
made by it and spurned by the strikers. The ones who were 
tarred and feathered, it may be suggested, put their trust in 
the wrong princes when they believed the Labor Board and the 
Officers of the railroad companies when they announced that 
the new men became the-heirs of the men who had eaten their 
cake and were, therefore, supposed not to have it. They should 
have asked Gompers and Jewell. The latter could have given 
them the proper answers. 





Service Orders and Coal Cars.—Many men have walked 
around Washington goggle-eyed since the issuance of the Com- 
mission’s service orders, inquising when the Commission might 
be expected to issue an order directing the railroads not to 
furnish cars to mine operators charging more than $3.50 a ton 
for coal at the mines. Unless the Commission adopts the view 
that it can do anything not forbidden by a statute of the United 
States, they will walk until they become like the ginger-bread 
cat of the childhood tale that walked until it had not even the 
semblance of feet. It is possible the railroads having such mines 
on their rails may find it hard to keep those mines supplied 
with all the cars they need; but the Commission will have no 
responsibility for their inability. It is not at all certain that 
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the railroads will have any difficulty in finding cars for such 
mines. There are some people who think they believe it would 
be good for the country were coal to go immediately to $30 or 
$40 a ton. Such prices would attract many of the idle union 
miners to the non-union mines or to the union mines that did 


‘not go on strike. It is a matter of record that, during a strike, 


many of the strikers change their names, temporarily, and take 
employment in the mines not on strike. Some of those killed at 
Herrin were, it is understood, of that type. Union leaders are 
said to wink at such practices because they tend to keep down 
the demands for help from the union treasury. The Commis- 
sion’s records, at least in one case, contain statements, under 
oath, about the migrations of striking union miners to non- 
union mines to take employment for short periods, to put a few 
dollars into the family treasury. The practice is said to be not 
at all uncommon around Pittsburgh. 





Strikers Approve Food Plans.—Striking shop mechanics in 
Washington, in union assembled, voted a resolution of con- 
gratulation for the local merchants’ association upon the 
latter’s plans to bring food into Washington by means 
of motor trucks, in the event shortage of coal made it neces- 
sary for the trains to be annulled. They offered to co- 
operate, even to the extent of operating the trucks and keeping 
them in repair. “Sufficient unto the day is the evil thereof,” 
seemed to be the motto of the Washington union. It did nol 
go into the question as to where the food was to be procured 
in the event the strikes continued much longer. The jazz songs, 
of course, tell about the hams that grow on the ham tree, so 
perhaps Armour and Company is a mere parasite competing 
with the ham trees planted by nature and intended to keep 
strikers and other citizens alive while the strikers may be beating 
the “autocratic railroads.” The quoted words were used by the 
strikers in their resolutions of congratulations. The resolu- 
tions, in substance, were like the proclamations issued by the 
rulers of nations at war or about to go to war, telling how wicked 
the other side is and how virtuous they are. The local strikers, 
in those resolutions, showed that they believed, or at least pre- 
tended to believe, that they were the truly good and the rail- 
roads wholly pestilential, but that the latter would become 
agencies of sweetness and light as soon as they saw the light 
of reason and obeyed the commands of the union that is to save 
Washington from starvation by helping to bring in the fruit of 


the ham tree after all the railroads centering in Washington 
were “dead.” 





Handling of Freight Under the Service Orders.—The Com- 
mission’s service orders were intended to put the burden 
of decisions as to how essential freight should be handled 
on the officials, both civic and railroad, and relieve Washington 
from the burden of making decisions on matters that, by no 
stretch of imagination, could be of interest outside the particular 
communities in which they had arisen. The scheme may work. 
However, each community has been so long looking to Wash- 
ington for help out of every difficulty that there is doubt. In- 
stead of the requests for help coming direct, they have begun 
coming in the form of appeals from the decisions of the local 
officials. They come to the service bureau of the Commission 
and to the car service division of the American Railway Asso- 
ciation. Troubles arise between local sets of railroad officials 
and between local sets of civic and railroad officials. A serious 
class of questions arising early was as to the status of manu- 
facturers furnishing materials needed by food and feed manufac- 
turers. The railroad officials, in practically every instance, held 
that such manufacturers were not entitled to the preference 
and priority consideration given to the manufacturers of the 
food and feed articles. It was recognized, however, that, in the 
course of time, some provision would have to be made for the 
manufacturers of materials needed by the butchers, the bakers, 
and the millers, not to mention the makers of mixed feeds for 
animals. The thought among those handling such matters, how- 
ever, was that it would be a waste of time to undertake to deal 
with such questions until more effort had been made to increase 
the production of coal in the districts in which mines were 
operating. At the time this was written no improvement had 
been shown by the mines for the benefit of which the service 
orders were issued, by allowing the railroads serving them to 
put aside all the freight not embraced in the essential classes. 





Serious Condition in the Northwest.—The northwest is 
conceded to be in the most danger by reason of the two 
strikes. In addition to the lack of coal for next winter, there 
is danger that the railroads of that part of the country will 
not be able to procure coal enough to carry the great crops- 
that are now being prepared for the market. That section, 
to be fairly comfortable the coming winter, will require about 
12,000,000 tons of soft coal and about 3,000,000 tons of hard 
coal. When the service orders were issued the northwest had 
had sent to it about 4,000,000 tons of the 22,000,000 regarded 
as the minimum requirement, the total including both kinds. 
Even if the mines were in operation, the transportation of such 
a quantity of coal between now and the middle of November, 
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when the season of navigation closes, will be a heavy task. 
President Harding, it is said, had that situation particularly in 
mind when he went farther, in formulating his plan, than he 
had thought at first of going. The first thought, it is under- 
stood, provided for a real compromise on the seniority question. 
Thoughts on the possible hardships in the northwest, it has 
been said, caused him to go to the extreme of suggesting com- 
plete concession by the executives on the en 


COMMISSION ORDERS 


On petition of applicant the Commission has reopened for 
further hearing Finance Docket 1881, in the matter of the appli- 
cation of the Western Pacific R. R. Co. for authority to acquire 
control of the property of the Sacramento Northern R. R. and 
to purchase its bonds. 

The Freight Traffic Committee of the Chicago Association of 
Commerce was permitted to intervene in No. 13897, the St. 
Louis Chamber of Commerce vs. A. & V. et al. 

The New Orleans Joint Traffic Bureau and the Producers and 
Manufacturers’ Protective Association were permitted to inter- 
vene in No. 13805, Hale-Halsell Co. vs. A. & V. et al. 

Petition of defendants for reargument or reconsideration of 
No. 11287, Traffic Bureau of Nashville et al., vs. Director-General, 
L. & N. et al., was denied. The denial also covered Nos. 115238, 
City of Clarksville, Tenn., et al. vs. Director-General, L. & N. et 
al.; 11562, Walter Cain, Special Auditor of the State of Tennessee 
vs. Director-General, L. & N. et al., and 11562 (Sub. No. 1), Rail- 
road and Public Utilities Commission of the State of Tennessee 
vs. Director-General. 

Permission has been granted the Louisville Board of Trade 
to intervene in No. 13897, the St. Louis Chamber of Commerce 
vs. A. & V. et al. 

The Commission has denied the petition for rehearing of 
No. 10733, National Paving Brick Manufacturers’ Association 
et al. vs. A. & V. et al., which was filed by the Davis Fire Brick 
Company and other fire brick producers located in the Ports- 
mouth and Olive Hill districts. These brick producers were 
interveners in that case. 

The petition for rehearing of Finance Docket 1608, in the 
matter of the application of the Great Northern Ry. Co. for a 
certificate of public convenience and necessity authorizing it to 
abandon a branch line of railroad, filed by the applicant, was 
denied. 

Upon defendant’s motion, the Commission hag ordered the 
complaint in No. 13571, Louisville & Nashville Railroad Com- 


pany vs. Cumberland & Manchester Railroad Company, dis- 
missed for want of prosecution. 


The proceeding in I. and S. Docket No. 1416, Storage-in- 
transit rules at Minnesota Transfer on import traffic from Pa- 
cific Coast ports, has been reopened for further argument be- 
fore the entire Commission. 


Defendant’s petition for rehearing in No. 11669, Stewart- 
Warner Speedometer Corporation et al. vs. Director General, C. 
& N. W. Ry. et al., has been denied. 


Petition for rehearing has been denied in No. 11305, A. O. 


Anderson & Company vs. Director General, C. & N. W. Ry. 
et al. 


Complainant’s petition for modification of the findings 
stated in the Commission’s report in No. 11818 (Sub. Nos. 1 to 
13), American Wholesale Lumber Association vs. Director Gen- 
eral, Aberdeen & Rockfish R. R. et al., has been denied. 


Petition for rehearing as to No. 11535, Atlantic Refining 
Co. vs. Director General, N. Y. C. R. R. et al., has been denied. 

The Commission has denied defendant’s petition for re- 
hearing as to No. 11438. Swift & Company vs. Director General. 

Complainant’s petition for permission to file an amended 
complaint in No. 13272, Boston Wool Trade Ass’n vs. Arizona 
& New Mexico Railway Company et al., has been denied. 


The order entered in Nos. 12535, the Fairmont Creamery 
Company vs. Director-General, A. T. & S. F. Ry. et al., 12535 
(Sub-No. 1), Hastings Gas Company et al. vs. A. T. & S. F. Ry. 
et al., and 12554, Interstate Oil Company vs. Director-General, 
A. T. & S. F. Ry. et al., on April 15, which was by its terms 
made effective July 8 and subsequently modified so as to be- 
come effective August 8, has been further modified so as to 
become effective August 28. 

The Commission has dismissed the complaints in Docket Nos. 
12765, Associated Fruit and Vegetable Industries of New York 
State et al. vs. Ann Arbor Railroad Company et al., and 11939, 
Hugger Brothers Gravel Company vs. Mobile & Ohio Railroad 
Company et al. 

On request of the complainant, the Commission has dis- 
missed without prejudice the complaint in No. 8082, the Freight 
Adjustment Steering Committee of Charleston, S. C., vs. C. N. 
0. & T. P. et al. 

Stating that the matters and things covered by the inves- 
tigation have been satisfactorily disposed of, the Commission 
has discontinued No. 13266, in the matter of rates on and classi- 
fication of fresh peaches within the state of New York. 
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As the complaint in No. 13714, Merry Brothers vs. Alcoly 
Railroad et al., has been satisfied, it has been dismissed. 

Complainant’s petition and amended petition for the issy. 
ance of a subpcena duces tecum in No. 13524, Hammond Iron 
Works vs. Pennsylvania et al., was denied. 

Complainant’s petition for rehearing in No. 12030, Federal 
Valley Railroad Co. vs. T. & O. C. et al., was denied. 

The Commission has granted complainant’s petition and re. 
opened No. 12425, Fort Wayne Rolling Mill Corporation ys, 
Director-General, C. M. & St. P. Ry. ‘et al., for further hearing, 
The petition as to No. 12427, Fort Wayne Rolling Mill Corpora. 
tion vs. Director-General, A. T. & S. F. Ry., has been denied. 

No. 11396, Mason Valley Mines Company vs. Western Pa. 
cific Railroad Company et al., has been reopened for further 
hearing by the Commission. 

The Indian Valley Railroad Company, Bingham & Garfield 
Railway Company, the Denver & Rio Grande Western Railroad 
Company, Los Angeles & Salt Lake Railroad Company, Southern 
Pacific Company, Tooele Valley Railway Company and the West. 
ern Pacific Railroad Company have been made respondents in 
No. 14022, Rates and Divisions of Rates. of the Indian Valley 
Railroad on ores and concentrates. 

Application for further hearing in No. 13654, Omaha Refining 
Company et al. vs. Director-General, has been denied and the 
complaint in the proceeding dismissed. 

The Commission has denied the petition for further hearing 
in No. 13046, Memphis Freight Bureau for A. B. Falk & Co. 
vs. Director-General, Alabama & Vicksburg Railway Company. 

Defendants’ petition for rehearing and reargument in No. 
12622, Continental Paper Company et al. vs. Director-General, 
D. L. & W. R. R. et al., has been denied. 

Petition for rehearing filed on behalf of the Director-General 
of Railroads in Nos. 12535, the Fairmont Creamery Company vs. 
Director-General, A. T. & S. F. Ry. et al., and 12554, Interstate Oil 
Company vs. Director-General, A. T. & S. F. Ry. et al., has been 
denied by the Commission. 

Petition for rehearing in No. 12535 (Sub-No. 1), Hastings 
Gas Company et al. vs. A. T. & S. F. Ry. et al., has also been 
denied. 

The order entered in No. 12622, Continental Paper Company 
et al. vs. Director General, D. L. & W. R. R. et al., on March 18, 
has been amended by changing the second and third paragraphs 
to read as follows: 


(2). It is ordered, That the above named defendants, according 
as they participate in the transportation, be, and they are hereby, 
notified and required to cease and desist, on or before September 7, 
1922, and thereafter to abstain, from publishing, demanding, or col- 
lecting their present rates for the transportation of waste paper, in 
carloads, from New York, Brooklyn and Long Island City, N. Y., to 
Bogota, N. J 


(3). Ht is further ordered, That said defendants, according as 
they participate in the transportation, be, and they are hereby, noti- 
fied and required to establish, on or before September 7, 1922, unon 
notice to this Commission and to the general public, by not less than 
five days’ filing and posting in the manner prescribed in Section 6 
of the interstate commerce act, and thereafter to maintain and apply 
to the transportation of waste paper, in carloads. from Little Ferry, 
N. J.. to Bogota, N. J.. on traffic originating at New York, Brooklyn, 
and Long Island City, N. Y.. a rate of 5.5 cents per 100 vounds, subh- 
ject to the reductions authorized in Reduced Rates, 1922, 68 I. C. C., 676. 

The New Orleans Joint Traffic Bureau has been granted per- 
mission to intervene in Nos. 13548, Maritime Association of the 
Boston Chamber of Commerce et al. vs. Ann Arbor R. R. et al.: 
13548, Sub. No. 1. Same vs. Same, and 13548, Sub. No. 2, Same vs. 
Alabama Great Northern R. R. et al. 


PETITIONS FOR REHEARING, ETC. 


The Chicago Retort & Firebrick Company, Ottawa, IIl., has 
petitioned the Commission to reopen the proceeding in No. 10733, 
National Paving Brick Mfegrs. Assn. et al. vs. Alabama & Vicks- 
burg Railway et al., with respect to the rates from the St. Louis 
district and from Ottawa to the Chicago district in their applica- 
tion to firebrick and also to grant a rehearing. 

The defendants in No. 11699, the National Live Stock Ex- 
change vs. A. T. & S. F. Ry. et al., have petitioned the Commis- 
sion to grant a rehearing or reargument in that case. 

The respondents in I. and S. No. 1401, Routing Restrictions 
on Lumber from Hawley and Truckee group points, have asked 
the Commission to set aside its decision of January 9 and to re- 
open the case for further hearing. 

A rehearing of No. 11634, Fairfield Lumber & Coal Co. et al. 
vs. Director-General et al.. and 11634 (Sub. No. 1), Same rs. 
Same, has been asked by the complainants therein. 

Complainant in No. 11578, Jacob E. Decker & Sons vs. Di- 
rector-General, Minneapolis & St. Louis et al., has asked the 
Commission to reopen that case for the purpose of ascertaining 
whether reparation should be awarded. 


B. & O. EQUIPMENT TRUST 


The Baltimore & Ohio has applied to the Commission for 
approval of an equipment trust agreement under which $6,750, 
000 of 5 per cent equipment trust certificates will be issued in 
connection with the acquisition of passenger, freight and loco- 
motive equipment estimated to cost $9,069,650. 
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August 5, 1922 
_ Decisions of Interstate Commerce Commission __ 


IRON ORE RATES 


In its decision on I. and S. No. 1514, trunk-line and ex-lake 
iron ore rates, opinion No. 7765, 69 I. C. C. 589-617, the Commis- 
sion laid down the proposition that carriers must respect the 
rate structure prescribed by it in the exercise of the power 
granted to it by section 15-a. It held the proposed reduction in 
jocal and import rates on interstate shipments of iron ore in 
eastern trunk line territory had not been shown to have been 
unlawful and directed the vacation of its orders of suspension. 

In a decision on No. 11268, Ringwood Company vs. Director- 
General et al., and No. 11359, Wharton Steel Company vs. Same 
et al. covered by the same case, it held the rates from Wharton 
and Ringwood, N. J., to eastern blast furnaces unduly prejudicial 
but not unreasonable in comparison with rates on ex-lake ores 
moving to the same destinations from Buffalo. It said that un- 
due prejudice would be removed by the establishment of rates 
from Ringwood and Wharton under suspension and the main- 
tenance of the ex-lake rates that went into effect July 1. It 
therefore dismissed those cases, holding that reparation should 
not be made because no damage had been shown. 

It held that the proposed reductions in ex-lake rates on iron 
ore to points in central and trunk line territories were unlawful 
and directed the cancellation of the suspended schedules. It 
said of ex-lake rates: 


We find them unreasonable and unlawful for the reason that in 
relation to rates in general and in relation to rates closely affiliated 
such as on coal, they would tend to cast an undue burden on other 
traffic; that they would be unduly prejudicial to ore traffic from mines 
in eastern trunk line territory, so far as the same carriers participate 
in the interstate carriage of both ex-lake and local mine ore traffic; 
that they are unlawful inasmuch as their establishment would jeopar- 
dize the rates on a large body of other heavy loading low grade 
traffic which we have initiated under authority of section 15a of the 
interstate commerce act with the intent that the carriers in the 
rate groups by us established shall, ‘‘under honest, efficient and 
economical management and reasonable expenditures for maintenance 
of way, structures and equipment, earn an aggregate net railway 
operating income equal, as nearly as may be, to a fair return upon 
the aggregate value of the railway property of such carrier held for 
and used in the service of transportation.”’ 


This rate of annual return we have fixed at 5.75 per cent, a rate 
of return which certain of the respondents have protested as inade- 
quate, and which, if our judgment upon the effect of the proposed 
reductions in ex-lake ore rates is correct, the carriers are hereby 
likely to further reduce and jeopardize. 

We have only recently rejected tariffs of certain of the respondents 
intended to establish on three days’ notice a further 10 per cent 
reduction over the 28 per cent reduction already in effect in some 
of the eastern and import rates, notably the rate from Constable Hook 
to Bethlehem. We mention this fact in connection with the reduc- 
tions on ex-lake ore here proposed by the carriers, in order to make 
clear that in our judgment our authority under section 15a, in the 
exercise of our power to prescribe just and reasonable rates to 
initiate, modify, establish or adjust’? rates is not a mere transitory 
authority to establish in the first instance a general rate structure 
calculated to produce a fair return, but is a continuing authority to 
see that such a rate structure shall not be undermined and its pur- 
pose thwarted by new rates, either increases or reductions, provosed 
by particular carriers for the purpose of augmenting the traffic on 
certain carrier lines, or on certain descriptions of traffic, or for the 
immediate and special benefit of particular persons, companies, firms, 
corporations, localities, or particular descriptions of traffic, in dis- 
regard of the more general and seemingly inevitable consequences of 
such rates newly proposed. To upset or seriously to menace a general 
structure lawfully established suffices to make proposed rates calcu- 
lated to effect such a disruption unreasonable and unlawful. 


Dissenting, Commissioner Meyer said he concurred in the 
conclusion to vacate the suspension as to the eastern ore rates, 
and with the conclusion that the ex-lake rates from Buffalo to 
fastern furnaces were unduly prejudicial to Ringwood and Whar- 
‘on. He did not, however, agree with the conclusion that ex- 
lake ore rates had been shown unlawful. 


“The reasons offered in its support are indefinite and are 


‘hot based on evidence of record in this proceeding,” said Mr. 


Meyer. “The finding rests upon the assumption that, under the 
Suspended rates, ex-lake ore would not bear its fair share of 
the transportation burden, and that this would create undue 
prejudice against competing mines in the eastern territory.” 


‘ Pca eames Aitchison concurred in Mr. Meyer’s expression 
of dissent. 


Commissioner Potter concurred in Mr. Meyer’s conclusions 
and dissent and expressed views of his own. He called atten- 
tion to the fact that the proposed ex-lake rates would have 
Yielded from 6.1 to 11.6 mills per ton-mile; that the cost of 


handling was low and that the yield from many other rates was 
much lower, 


“It is obvious,” said he, “that anything that makes for a 
reduction of the cost of pig iron may, through stimulation of 
Mdustrial activity, reach much further than would now be appar- 
fat to us. The carriers think it would be good traffic policy 
‘o put in these rates. We should not, on the record in this 
fase, condemn their conclusions and force ours upon them. 


We are not responsible initially for the details of traffic policy 
in railroad management and we are not equipped for that job.” 


TRANSCONTINENTAL GRAIN RATES 


In a report on I. and S. No. 1519 and I. and S. No. 1519 (No. 
2), routing on transcontinental grain and grain products (mime- 
ographed without opinion or page numbers), the Commission 
held the proposed restricted application of commodity rates on 
grain and grain products, from points in Kansas, Nebraska and 
eastern Colorado to north Pacific coast and California terminals 
and to intermediate points, carried in tariffs that were to have be- 
come effective April, June and July, had not been justified. The 
schedules condemned by the finding were suspended until Sep- 
tember 29 and October 29. Those suspended until the later 
date were to have become effective in June and July. Both sets 
of schedules, however, were aimed at the elimination of back- 


hauling privileges deemed by the railroads too serious to be over- 
looked. 


The condemnation was without prejudice to the fillng of 
schedules limiting the restriction to an area less extended than 
proposed in the tariffs under suspension. The finding is with- 
out prejudice to the publication of schedules limiting the east- 
ward movement of grain from Kansas and Nebraska, intended 
for the Pacific coast, to Missouri River elevators, to 150 miles. 

At present the rates are without limit. Grain may be drawn 
from transcontinental groups F and G eastward to Missouri 
River markets, for conditioning, and then sent west, at the rates 
applicable from the points of origin, notwithstanding the haul 
eastward, in many instances as much as 400 miles, and then 
westward, sometimes over the rails of the carrier having the 
initial haul, and sometimes over those of other carriers, parties 
to Countiss’ I, C. C. No. 1089. 


The first suspended schedules proposed that the joint rates 
from points of origin should apply only in the event the grain 
moved, in its westward journey, through the western gateways of 
the originating carriers; that is, that the traffic should be held 
to the rails of the originating carriers until it had at least 
passed such western gateways as Ogden and El Paso. They 
were filed by the Santa Fe, Burlington and the Union Pacific. 

The schedules suspended in the No. 2 case, applied to origins 
and destinations carried in Countiss’ I. C. C. No. 1102. The 
questions and principles involved, however, were essentially 
the same in both cases, hence the determination of the issues 
in one report. The rates from points of origin, and groups F 
and G, are the same to the destination territory. Prior to the 
reductions of July 1, the rate was 74.5 cents. For that rate 
grain could be started eastward from points in Kansas, Ne- 
braska and eastern Colorado, put into elevators at Kansas City, 
Omaha, or Sioux City, there dried or otherwise treated, and then 
sent back to the west, over the rails of any of the carriers, or 
through any gateways, to destinations on the Pacific coast. 
The average haul was 2,000 miles. 

Upon protest of the Omaha and Superior, Neb., grain ex- 
changes and the Atlas Cereal Co., the schedules were suspended 
pending investigation. Group G and the part of group F from 
which grain is drawn to the Missouri river markets embrace 
Kansas, Nebraska, except the northwestern corner, and eastern 
Colorado. Group F also embraces the Missouri river cities and 
a strip along the western boundary of Missouri and Iowa, ex- 
tending as far north as Sioux City. The Commission, in its re- 
port, said a substantial volume of grain, chiefly corn and 
wheat, moved from the country elevators within the origin ter- 
ritory to the Missouri river markets, especially Omaha and 
Kansas City, where it was stored, milled, or treated, and then 
reshipped to the Pacific coast. 

By restricting the routing the carriers would have caused 
some of the grain, if it was desired to ship first to the Missouri 
River markets, to pay the inbound rates, ranging from 7 to 17 
cents, through Omaha, and higher amounts, through Kansas 
City. The protestants suggested the grain would not move to 
the Missouri River cities, but would be forced through the ele- 
vators at Denver and points further west. They said the Denver 
and other elevators were not equipped to perform the services 
required by the Pacific coast buyers. The respondents sought 
to justify their proposal by saying the out-of-line hauls were 
illogical and unwarranted, and that the divisions accruing to 
the intermediate carriers, receiving a shipment at the Missouri 
River market or an interior point, would be so small as not to 
justify the out-of-line haul. The Commission, however, pointed 
out, the back-hauling would be continued over the rails of car- 
riers having rails from the origin territory to the Missouri River 
markets and thence west to the western gateways, and on the 
routes of carriers other than the three roads mentioned, namely, 
the Santa Fe, Union Pacific and Burlington. The Santa Fe, 
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according to the Commission’s report, said it would be willing 
to continue the existing arrangement, if satisfactory division 
arrangements could be worked out. The Burlington, the report 
said, was willing to regard Superior, Neb., as one of its western 
gateways, and to continue its established route in connection 
with the Santa Fe at Superior, from all points on its line west 
of that point, to and including a point half the distance between 
Superior and Denver. Under such an arrangement the maximum 
eastward haul of the Burlington would be about 200 miles. The 
Superior Grain Exchange would have been satisfied with such 
an arrangement. 

Obviously, the Commission said the practice resulted in 
wasteful transportation and unwarranted loss of revenue to the 
carriers. Protestants other than the Superior Grain Exchange 
suggested restrictions such as those published by the Burlington 
for the application of transit west of the Missouri River on traf- 
fic to the north Pacific coast. The Burlington tariff limits the 
application of the joint through rate to grain or grain products 
reconsigned or accorded transit at Council Bluffs, Omaha or 
South Omaha, and forwarded to the north Pacific coast, to such 
as bear a local rate from the country elevator to the Missouri 
River markets mentioned, of 17 cents or less. When established, 
that restriction cut down the out-of-line hauls to about 200 miles. 
A 17-cent rate now gives a haul of only about 150 miles. 

The limitation suggested by the Commission, therefore, if 
adopted by the carriers, in effect will be the inauguration of the 
Burlington’s rule. Prior to 1917, the Commission’s report said, 
the Santa Fe and other inbound carriers imposed restrictions of 
that character, with slightly higher inbound maximum rates. 
Adoption of 150 miles as the maximum out-of-line haul, meas- 
ured by the short line distance, it said, would appear to be free 


from certain of the objections to the present and suspended 
schedules. 


The Commission, in further hearing on No. 12929, the west- 
ern grain case, has suspended its original order, entered No- 
vember 21, 1921, and the supplements thereto, until its further 
order. This was done to enable carriers to align their rates 
within Illinois territory in accordance with the spirit of the 
original order and in accordance with the spirit of its decision 
in reduced rates, 1922, without coming to the Commission in 
each particular situation for a suspenion of the maintenance 
part of the order of November 21, 1921. 

The suspension permits carriers to treat that part of Illinois 
west of the Illinois River as part of the eastern group for the 
purpose of making rates within it, but requires them, for the 
purpose of ‘applying rates from other parts of the -western dis- 
trict, to apply the rule in that case to cut rates 17.5 per cent. 
As to rates from one part of Illinois to the other, rates are to be 
made on a compromise basis sufficient to avoid sharp breaks 
at the dividing line. 

The Commission, in suspending its orders, dated November 
21, 1921, December 21, 1921, December 23, 1921, January 25, 1921, 
and February 27, 1922, which it did after making the report on 
further hearing, opinion No. 7761, 69 I. C. C. 562-72, written by 
Commissioner Aitchison, meant to enable the carriers to adjust 
rates in the state of Illinois, and in part of Illinois territory, in 
accordance with the ideas they have given the Commission, with- 
out the necessity for an order, in the main case, suspending the 
maintenance part of the order in so far as it pertains to the par- 
ticular situation in hand. The various supplemental orders 
dated in December, 1921, and January and February, 1922, were 
made necessary by the rigidity of the maintenance part of the 
order dated November 21, 1921. Were that part of the order 
to remain in effect a supplemental order suspending it would 
have been necessary to permit the carriers to deal with dozens, 
if not hundreds, of local rate quirks. 


On the merits of the main proposition contained in the re- 
opened and further heard case, the Commission held that for 
the purpose of local rates, that part of Illinois territory west 
and north of the Illinois river and the railroads constituting 
the boundary between the eastern and western groups, should 
be deemed as being in the eastern group; that for the purpose 
of rates from other parts of the western and mountain-Pacific 
groups, it should be deemed a part of the western group. AS 
to rates from that part of Illinois and Illinois territory east of 
the boundary, it provided for the making of rates so graded as 
to avoid a decided break at the boundary line. 

The effect of the ruling will be to raise the local interstate 
rates in the western and northern parts of Illinois territory to 
the level of those in other parts thereof. That is to say the 
rates which, as a result of the Commission’s order dated No- 
vember 21, 1921, were reduced about 17.5 per cent, will be 
raised so they will be only 10 per cent under the rates prior to 
the operative date of the tariffs filed in compliance with that 
order of November 21, 1921. 

The chaotic condition of rates in Illinois territory, accord- 
ing to the view of Commissioner Aitchison, was due to the 
failure of the carriers to make effective the views of the Com- 
mission as expressed in the original report in this case, 64 I. 
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Cc. C. 85, without the issuance of an order requiring them to do 
so. The rigidity of the part of the order requiring them to 
maintain rates established in accordance therewith made impos. 
sible adjustments. such as the carriers afterward suggested, 
unless and until the maintenance part of the order should be 
suspended; and also from the fact that the Commission, in kx 
Parte 74, described Illinois territory in one way and in Author. 
ity to Increase Rates, 58 I. C. C. 302, in another. The two de. 
scriptions did not agree. In this case it used the description 
contained in the last mentioned case. A further complication 
was produced by the fact that the carriers themselves did not 
observe the grouping made in 58 I. C. C. 302. 

While the question of the relationship of rates on coarse 
grain to those on wheat was brought forward in this case, it 
was not disposed of because the issue is before the Commis. 
sion in another case. It was specifically reserved in this case 
for disposition in the broader one. 

While the carriers are left free by the suspension of the 
orders to make adjustments that commend themselves to the 
judgment of the traffic men handling the subject, the Commis. 
sion warned them to see they did not use the suspension to try 
for adjustments not mentioned in the discussions that have 
been going on. It conveyed the warning in terms as follows: 


With the possible exception of the matters already discussed in 
this report, the order of November 21, 1921, and the supplemental 
orders entered herein have, so far as we are able to ascertain or as 
has been called to our attention, been complied with by the estab- 
lishment and maintenance of rates which conform to our previous 
findings. We know of no proposals for any changes in the rates 
which would be at variance with the spirit of our previous findings 
except the changes in Illinois territory previously discussed in this 
report and found justified, and the matter of relationship of coarse 
grains and wheat and their products which is before us on rehearing, 
Pending the result of such rehearing we understand no move would 
be made to disturb the relationship prescribed in the original report, 
except as authorized herein for Illinois territory. Should any attempt 
be made to change any of the rates now in force in such manner as 
to be at variance with the spirit of our findings, such changes 
may be called to our attention in the regular manner, and the situa- 
tion can be controlled by suspension proceedings. 

We will, therefore, enter an order suspending the operation of 
the orders heretofore entered in this proceeding, commencing with 
that of November 21, 1921, so far as they require the maintenance of a 
prescribed basis of rates, until our further order. In so doing we 
direct attention to the fact that this in no wise modifies any of our 
previous findings as to what basis of rates is and will be just and 
reasonable on the commodities before us in the territory embraced 
in this proceeding, and that all our previous findings will remain 
except as they have been modified by subsequent or supplemental 
findings, or except as we may hereafter modify them. It seems not 
inappropriate to add that the power will remain in us either to restore 
our previous orders or to enter such other appropriate orders as may 
be warranted by the record before us in this proceeding, if necessary. 
The question of the relationship between the rates on wheat and other 
grains and the products thereof is still before us on rehearing. No 


order of modification as to Illinois territory is necessary at the pres- 
ent time. 


RATES ON PETROLEUM 


The Commission, in a report on I. and S. No. 1542 (mimeo- 
graphed without opinion or page numbers) has found the 
proposal of the Soo Line, the Northern Pacific, and other con- 
nections of the North Western and the Burlington to cancel 
the application of the rule for making rates on petroleum and 
its products by use of the combination rule, to the proportionals 
published by the Midland Continental, to be without justification. 


The schedules filed by them, to have been operative May 
6, must be canceled. 


Avowedly the purpose of the respondents was to close the 
route of the Midland Continental to petroleum traffic, originating 
chiefly at Casper, Wyo., and having the initial movement over 
cither the Burlington or the North Western. Their object was 
to keep the traffic moving through their junctions instead of 
through the Midland junctions and over the rails of the latter. 
The Midland operates 64 miles of line between Edgeley and 
Wimbledon, N. D. At the last named point it connects with 
the Soo Line. It intersects the Northern Pacific at Jamestown, 
N. D. Edgeley is also served by the Milwaukee and the North- 
ern Pacific. The destinations affected were those on the 
Northern Pacific and the Soo Line in North Dakota and Minne 
sota, but the testimony was confined, the Commission said, al 
most exclusively to the stations in North Dakota. 


There are no joint rates, except to common points. All 
others are made by combination. The Midland publishes pro 
portionals, which, according to the contention of the shippers 
and the Midland, are subject to the rule for making petroleum 
rates by combination. The respondents contended the intention 
was not to apply the rule to proportionals. The Commission hel 
otherwise. The Midland’s proportionals which caused the issué 
are 12.5 and 13 cents from Edgeley to Jamestown and Wimbledo?. 
Its corresponding locals are 18 and 25.5. 

Application of the rule for making rates by combination t0 
these proportionals results in cutting the rates below the rates 
made by combination of locals, even when the rule for makins 
through rates on combination is used. For instance, the rate 
from Casper, Wyo., to Rogers, N. D., via Oakes and the Soo Line 
is 84 cents, while via Edgeley, the Midland and Wimbledon, it's 
only 78 cents. The differences via the Midland range from one 
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to six cents per 100 pounds, or as much as 18 or 20 cents per 
rrel. 

pe: According to the Commission, the routes via the Midland are 
shorter and the service more expeditious. The Midland, accord- 
ing to the report, operates a mixed train six days in the week 
while over the trunk line routes a tri-weekly service is offered. 
prior to the establishment of the proportional rates the Midland 
received practically none of the traffic. The Midland admitted 
ithe proportionals were published to attract traffic. 

The trunk lines that sought to close the route said they 
feared that if they reduced their rates to meet those of the Mid- 
jand, the latter would cut below them and the result would be 
merely a lowering of the rates in that territory. They argued 
ihe Midland’s proportionals were not compensatory but the Com- 
mission said there was practically no evidence to support that 
contention. 


UNREASONABLE SWITCHING CHARGES 


Switching charges on cottonseed oil, at Atlanta, during fed- 
eral control, have been found unreasonable in No. 12314, Swift 
& Co. vs. Director-General, as agent, opinion No. 7781, 69 I. C. C. 
695-7, and reparation has been awarded. The Commission found 
them unreasonable to the extent the factors of the Central of 
Georgia from East Point, and of the Atlanta & West Point, from 
Lakewood Station, to the connection of those carriers with the 
Southern exceeded $5 per car. 

According to the Commission’s report there was nothing in- 
volved or complicated about the movements. East Point is on the 
Central of Georgia and Lakewood Station is on the Atlanta & West 
Point, while the refinery of the complainant is on the Southern, 
all within the switching limits of Atlanta. The shipments from 
East Point, 32 in number, moved over the Central of Georgia, and 
those from Lakewood Station over the Atlanta & West Point, to 
junction points with the Southern at Decatur and Johns streets, 
respectively, and the Southern to the Swift plant. The cars were 
handled by one crew from each of the originating lines and two 
crews of the Southern. The hauls were about 9 and 10 miles. 
An average of about $32.54 was collected, the $15 per car mini- 
mum of the Railroad Administration being the largest single 
factor in producing the high charges. ‘The originating lines re- 
duced their charges to $5 per car in January, 1919, the amount 
found reasonable by the Commission. 


USE OF TERMINAL FACILITIES 


An interpretation of paragraph 4, section 3, of the interstate 
commerce act was made by the Commission in its report on No. 
11508, Hastings (Minn.) Commercial Club et al. vs. C. M. & St. 
P. et al., opinion No. 7749, 69 I. C. C. 489-500, written by Com- 
missioner Aitchison. That is the paragraph which says that 
if the Commission finds it to be in the public interest and to 
be practicable without substantially impairing the ability of a 
carrer owning or entitled to the enjoyment of terminal facilities 
to handle its own business, it shall have power to require the 
use of any such terminal facilities by another carrier on such 
terms and for such compensation as the carriers affected may 
agree on, or, in the event of a failure to agree, as the Com- 
mission may fix as just and reasonable for the use so required, 
to be ascertained on the principle in condemnation proceedings. 

The Commission held the record to indicate that it would 
be to the decided interest of Hastings to have the Burlington’s 
traffic handled over the Milwaukee’s terminals, including the 
Milwaukee’s bridge, and it found that such a service would be 
in the public interest within the meaning of the statute. The 
Commission also expressed the view that the terminal switching 
Service of the Milwaukee at Hastings was a part of its terminal 
facilities and that it might require the use of such terminal 
facilities by another carrier or carriers under the conditions 
Prescribed in the act. 

The physical situation of the city of Hastings and the two 
carriers involved in the case is this: Hastings, as an inhabited 
city, lies on the south bank of the Mississippi and is connected 
with that part of its territory on the opposite bank of the Mis- 
SISsippi by a wagon bridge high enough above the water to dis- 
pense with the necessity for a draw. The Milwaukee has a 
railroad bridge leading into Hastings. The Milwaukee and the 
Burlington use the same tracks to a point within the territorial 
limits of Hastings on the north bank of the Mississippi. The 
Burlington, however, branches off away from the river, while 
the Milwaukee crosses the river into Hastings. 

For years the people of Hastings have been trying to bring 
the Burlington into Hastings and in 1909, the Minnesota Rail- 
toad and Warehouse Commission ordered the Milwaukee to 
Switch to and from Hastings for the Burlington, in a proceeding 
Similar to this case. The order was held void on the ground 
It was too broad, because it embraced interstate as well as 
intrastate commerce. 

So far as the record shows, the Burlington has never ex- 
vressed a desire to handle traffic into and out of Hastings. 

Dissenting from the view expressed by the majority, Com- 
missioner Hall said the paragraph in question could not be con- 
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strued to warrant a decision such as had been made in this 
case because it required the operation of Milwaukee switch 
engines by their crews and that such crews certainly did not 
constitute property upon which compensation could be com: 
puted in accordance with the principles governing in condemna- 
tion proceedings. Commissioners Daniels and Potter concurred 
in that dissentivg expression. 

The report also covers No. 11657, Montana & Dakota Grain 
Company vs. Director-General et al., in which the complainant 
alleged a carload of grain from Scobey, Mont., via Minneapolis, 
to Hastings, Minn., had been misrouted because the agent of 
the Great Northern at Minneapolis had routed it via the Bur- 
lington on an order bill to notify Shane Brothers & Wilson Com- 
pany at Hastings, Minn. When the car arrived at that part 
of Hastings reached by the Burlington, the complainant en- 
deavored to have it switched to the Milwaukee tracks, but as 
there was no arrangement for interchange of traffic between that 
carrier and the Burlington at that point, the car was returned 
to Newport, Minn., and reshipped for delivery by the Milwaukee. 
Rates were imposed for the movement to Hastings, then back 
to Newport, and thence to Hastings. In addition, demurrage 
amounting to $80 was collected for the time the car was detained 
in the Burlington’s part of Hastings, while the complainant was 
trying to have it switched to the mill track of Shane Brothers 
& Wilson Company in Hastings proper. Shane Brothers & 
Wilson Company were complainants with the Hastings Com- 
mercial Club in the main case. 

The Commission held there was no misrouting. 


ABERDEEN PROPORTIONALS CHANGED 


In a report, on further hearing, written by Commissioner 
Meyer, with Commissioner Hall dissenting, cn No. 10316, Traffic 
Bureau of Aberdeen Commercial Club vs. Director-General, 
Ahnapee & Western et al., opinion No. 7735, 69 I. C. C. 427-37, 
the Commission has ordered changes in the scale of local or pro- 
portional rates, whichever way it might be used, prescribed by 
it in the original report, 56 I. C. C. 147. The changes are to be 
published not later than October 16. The changes ordered are in 
the third and fourth, C, D and E classes, all reductions. Third 
class is to be cut from 91 to 88 cents, fourth from 76.5 to 71, 
C from 42 to 41.5, D from 31.5 to 30, and E from 27 to 26.5 cents 
per 100 pounds. 

The Commission affirmed its prior finding that class rates 
from Chicago to Aberdeen, S. D., had not been shown to be or 
to have been unreasonable or unduly prejudicial; and that propor- 
tional rates should be established for application to traffic orig- 
inating east of the Indiana-Illinois line, when such traffic was 
going beyond the Mississippi River crossings, East Burlington 
to East Dubuque, inclusive, not exceeding the scale therein men- 
tioned, to Aberdeen. 

Mr. Hall objected to the decision because he said the Com- 
mission had found the rates to Chicago reasonable, even low, and 
that the rates beyond Chicago were reasonable, yet the com- 
bination of the reasonable rates was condemned as unreasonable 
and unduly prejudicial to such an extent that the Missouri River 
adjustment was ordered to be extended to Aberdeen. He said he 
could not accept such a conclusion, especially in view of the fact 
that the Missouri River adustment had been extended to Sioux 
City by a carrier that did not then nor does now serve Aberdeen. 
Extension to Sioux City, he said, was followed by extension to 
Sioux Falls and Mitchell, S. D., which lie far north of the points 
the complaints from which caused the Missouri River adjust- 
ment to be formulated by the Commission in the Burnham, 
Hanna, Munger Dry Goods Co., Warnock and related cases. 

In setting forth his objections, Mr. Hall said the principal 
lines serving Aberdeen were not responsible for the extension 
of the Missouri River adjustment to Sioux City and Sioux Falls, 
and cancellation by those lines of the proportionals from the 
Mississippi River to those points would not put Aberdeen into 
any better position. Other lines not serving Aberdeen would con- 
tinue them. Removal of undue prejudice, therefore, he said, was 
not possible through any act possible of performance by the lines 
serving the complaining city. He said that if there was error 
in extending the Missouri River adjustment to Mitchell it should 


have been corrected and not perpetuated and carried farther 
afield to Aberdeen. 


ORAL NOTICE SUFFICIENT 


In a re-argument on No. 11085, Virginia Iron, Coal & Coke 
Co. vs. Director-General, and Norfolk & Western, opinion No. 
7750, 69 I. C. C. 501-2, the Commission has affirmed its original 
findings, contained in 61 I. C. C. 200, that the oral notice given 
the Norfolk & Western that the iron ore in certain cars held at 
Roanoke beyond the free time, was frozen, was sufficient to 
stop the running of demurrage against them, notwithstanding 
the rules require the giving of written notice, before the ex- 
piration of free time. as a condition precedent to the suspension 
of demurrage penalties that would otherwise accrue. 

“We have held more than once that if a shipper has knowl- 
edge of the arrival of a car, by oral advice from the carrier or 
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otherwise, he cannot be heard to say that demurrage will not 
accrue because he has received no written notice thereof as 
provided in the demurrage tariff,” said the Commission, citing 
several cases. “We see no reason why the converse should 
not govern in the present instance.” 

Commissioner Hall reiterated his dissent and wrote his 
views again. Commissioners Daniels and Potter also dissented. 


UNNESTED TIN CANS 


A finding of unreasonableness, an order for the future and 
an award of reparation have been made in No, 12312, Armour & 
Company vs. A. T. & S. F. et al., opinion No. 7748, 69 I. C. C., 
485-8, as to rates and minimum weights on unnested tin cans, 
with straight sides, in carloads, from North Kansas City to Fort 
Worth, Tex. The Commission said the carriers should estab- 
lish reasonable rates, not later than September 26, in accordance 
with the following: 


Carload minima of 9,000 pounds for cars 36 feet 6 inches and under 
in length; 10,000 pounds for cars over 36 feet 6 inches, to and including 
40 feet 6 inches, in length; 11,000 pounds on furniture equipment 39 
feet 7 inches to 40 feet 6 inches in length, and 8 feet 6 inches and 
over in height; 13,000 pounds for cars over 40 feet 6 inches to and 
including 45 feet 6 inches, in length; and 16,000 pounds for cars over 
45 feet 6 inches, to 50 feet 6 inches, in length: Rates for period prior 
to June 25, 1918, 78 cents; from June 25, 1918, to and including August 
25, 1920, 97.5 cents; and on and after August 26, 1920, $1.315. 


STONE RATES CONDEMNED 


Rates on stone from Falling Springs, Ill., to other points 
within the East St. Louis switching district, during federal con- 
trol, haye been condemned as unreasonable and reparation 
awarded in No. 12215, East St. Louis Stone Co. vs. Director-Gen- 
eral, Alton & Southern et al., opinion No. 7760, 69 I. C. C. 567-61. 
The Commission said they were unreasonable to the extent they 
exceeded 20 cents a ton, 60,000 pounds minimum, from Falling 
Springs to groups A to G, inclusive, from January 1, 1918, to 
February 29, 1920, both inclusive. Reparation is to be made 
to that basis. 


COMPENSATION NOT OBLIGATORY 

The Commission has dismissed No. 11631, Merchants Ex- 
change of St. Louis vs. Director-General, Baltimore & Ohio et al., 
opinion No. 7743, 69 I. C. C. 465-70, holding the failure of the 
defendants to compensate the complainant for weighing car- 
loads of grain at St. Louis and East St. Louis, and the practice 
of certain of the defendants in making allowances for clerical 
services performed by employes of the Chicago Board of Trade 
in making out weight certificates, while refusing to make sim- 
ilar allowances for equivalent service at St. Louis was not un- 
reasonable or otherwise in violation of the act. Commissioner 
Esch dissented, being of the opinion that the difference in treat- 
ment constituted undue preference for Chicago. 


DRY HIDE RATES 

A finding of unreasonableness and an order establishing 
reasonable rates for the future have been made in No. 11655, 
Northwestern Leather Co. vs. Director-General, Northern Pacific 
et al., opinion No. 7734, 69 I. C. C. 425-6. Rates on dry hides, 
of $2.045 from Missoula and $2.09 from Billings, Mont., to 
Manistique, Mich., were condemned as being unreasonable for 
application to shipments which moved between December 10, 
1918, and July 24, 1920, to the extent they exceeded $1.625. The 
last named rate was the same as the one in effect, contempo- 
raneously, from north Pacific coast points to transcontinental 
groups, A to J, inclusive, which include both Chicago and 
Manistique. Reparation was denied because no one personally 
acquainted with the business of the complainant appeared at 
the hearing. That rate of $1.625 is to be established from 
Billings and Missoula to Manistique not later than September 


20, inflated and deflated in accordance with Ex Parte 74 and 
Reduced Rates, 1922. 


BRICK AND SAND RATES 


In a report on No. 11720, Western Brick & Supply Co. 
of Lincoln vs. Director-General, C. B. & Q. et al., opinion No. 
7758, 69 I. C. C. 551-3, the Commission condemned as unreason- 
able increases in rates on brick and sand, moving in the Lincoln 
(Neb.) switching district, between June 25, 1918, and March 2, 
1919, to the extent such increases were greater than 25 per 
cent of the rates in effect June 24, and ordered reparation to 
that basis. Some of the movements were for distances as short 
as 100 yards, while others involved hauls as great as 6.5 miles, 
all, however, within the limits of the Lincoln switching district. 
The charges, prior to June 25, 1918, were from $3 to $8 per 
car. In March, 1919, the rates were cut so as to carry only 
an increase of 25 per cent, which was the percentage of increase 
on rates within switching districts, even on much more valu- 
able commodities, the Commission said. 

This report also covers No. 11727, Same vs. Same. 


RATES ON IRON PYRITES 


Reparation on account of an unreasonable rate on iron 
pyrites has been awarded in No. 12318, Grasselli Chemical 
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Co. vs. Director-General, New York Central et al., opinion No, 
7755; 69 I. C. C. 529-31. The traffic, 43 carloads, moved between 
June 12 and August 30, 1919, from DeKalb Junction, N. Y., to 
New Castle, Pa., on a sixth class rate of 26.5 per 100 pounds, 
or $5.30 per ton. Contemporaneously there was a rate of $3 
per ton, to Beaver Falls, Pa., a few miles from New Castle. Two 
days before the movement was begun the complainant, under 
the erroneous assumption that rule 77 would cure the situation, 
asked for the $3 rate. September 10 a rate of $3.15 was estab. 
lished, but all the shipments had moved, hence a complaint 
for reparation only. The Commission said a rate of $3.90 per 
ton would have been reasonable. Commissioner Hall dissented, 
on the ground of unusual movement. He said, because the 
Director-General did not know more about the complainant’s 
business than the complainant itself did, as to the necessity for 
a lower rate, he was to be punished by being compelled to 
refund about $2,000. 


COAL RATES, KY. TO IOWA 


The Commission, in a report written by Commissioner 
Lewis, has dismissed No. 11289, United Light and Railways (Co, 
et al. vs. Director-General, Chicago, Rock Island & Pacific et al, 
opinion No. 7731, 69 I. C. C. 414-20, holding not unreasonable 
the rates on coal, constructed on full combination, from Jenkins, 
Ky., to Davenport, Muscatine, Ottumwa, Iowa City and Fort 
Dodge, Ia., and from McRoberts, Ky., to Iowa City. The con- 
plainants are manufacturers and sellers of gas, coke and other 
by-products of coal who obtain the coal suitable for their pur 
pose from points in eastern Kentucky, notably Jenkins and 
McRoberts. They alleged the rates were unreasonable and un- 
duly prejudicial, but they withdrew the charge of undue preju- 
dice at the hearing. 

The complainants objected to paying combinations and 
claimed that a proper interpretation of General Order No. 28 
and Freight Rate Authority No. 10 would show the rates im- 
posed were not in accordance with them. Commissioner Lewis, 
however, called attention to the fact that the question was 
not to be determined upon such a contention, but by the ordi- 
nary methods for testing the reasonableness of rates. 


SWITCHING CHARGES UPHELD 


An order of dismissal has been made in No. 12839, Provi- 
dence Fruit & Produce Exchange vs. Rhode Island Co. et al, 
opinion No. 7733, 69 I. C. C. 422-4, the Commission holding the 
switching charge of $5 per car for the movement by the Rhode 
Island Company within Providence was not unreasonable; and 
that the failure of the New Haven to absorb that charge was 
not unreasonable, unjustly discriminatory or unduly prejudicial. 
The report also covers a sub-number brought by the City Coal 
Company against the same defendants. 


DECISION REVERSED 


The Commission has reversed itself, on further hearing, in 
No. 9723, Natchez Chamber of Commerce vs. St. Louis, Iron 
Mountain & Southern et al., opinion No. 7774, 69 I. C. C. 666-8, 
the new holding being that the any-quantity rates on uncom- 
pressed cotton, to go through to destination uncompressed from 
points in Louisiana on the Missouri Pacific to Natchez, were 
and are not unduly prejudicial to Natchez. The prior holding 
was that they were unduly prejudicial. The case was reopened 
at the instigation of the Missouri Pacific, which has absorbed 
the Iron Mountain. The Commission has vacated and set aside 
its order of June 12, 1920, issued in accordance with its finding 
in 58 I. C. C. 148. 


APPLE RATES CONTINUED 


In a report on I. and S. No. 1528, Cancellation of Through 
Rates on Apples from the Pacific Coast, opinion No. 7777, 69 
I. C. C. 679-80, the Commission held the carriers had not justi- 
fied their proposal to cancel the through rates on fresh apples, 
carloads from Pacific coast territory to destinations in Carolina 
territory and the southeast. It said the proponents of cancel 
lation had not offered any substantial evidence in support of 
their proposition and directed the cancellation of the suspended 
schedules. 


DEMURRAGE CHARGES LAWFUL 

The Commission has dismissed No. 11644, Upson Company 
vs. Erie, Director-General et al., opinion No. 7747, 69 I. C. ©. 
483-4, on a finding that demurrage charges arising from con 
structive placement of cars at Lockport, N. Y., were lawfully 
assessed on 78 cars offered for delivery between November 16 
and December 31, 1918. The case grew out of an instruction 
said to have been given by the complainant to the effect that 
no actual placements were to be made upon its tracks without 
specific request therefor. The complainant contended that at 
the times the constructive placements were made there was 
room upon its tracks for the cars constructively placed. The 
disposition of the case, the Commission said, was controlled by 
Menasha Co. vs. C. & N., 241 U. S. 55. The Commission said 
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that in that case the court held that in similar circumstances 
demurrage charges accrued. 


IMPORTED IRON ORE RATES 


The Commission has dismissed No, 12484, Precter & Gamble 
Company vs: Director-General, Baltimore & Ohio et ak, opinion 
No. 7736, 69-1. C. C. 438-40, holding the rates on 15 carloads of 
imported iron ore, shipped from Baltimore and Boston between 
February 2, 1919, and May 18, 1920, to Ivorydale, O., were not 
unreasonable. The complainant asked for the establishment of 
reasonable rates from Boston, New York, Philadelphia and Balti- 
more. The ore was bought in England, but none has been im- 
ported since June, 1920, and the Commission said it did not 
know whether there were likely to be any more movements 
hereafter. 

Commissioner Campbell, in a dissent, said he considered a 
sixth class rate on “iron pyrites,” mentioned nowhere else in 
the report, was too high and that reparation should have been 
awarded. 





BRASS AND COPPER RATES 


An order directing the railroads, not later than October 20, 
to put Fairmont, W. Va., on the Pittsburgh basis as to rates to 
Cincinnati on brass sheets, rods, wire and tubes, and on the same 
pasis as to rates on copper sheets, rods, wire and tubes, has been 
made by the Commission in No. 12137, West Virginia Metal 
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Tentative Reports 


REPORT ON SUGAR CASES 


In a tentative report on the sugar cases of 1922, Attorney- 
Examiner Disque has recommended a rate of 55 cents, all rail, 
via standard lines from New York and Boston to Chicago, mini- 
mum 60,000 pounds, with the usual port differential adjustment 
from Philadelphia and Baltimore, with all rates from New York 
and Chicago graded in the usual way. He has also recommended 
a new rule for making rates from New Orleans to any point 
north of or on the Ohio east of the Mississippi. He said the 
measure should be either the rate from Baltimore or from the 
Colorado group, whichever made lower, except as lower rates 
might be compelled by the fourth section; but in no instance 
should it be less than from Baltimore to Chicago. He said the 
Commission should require the immediate cancellation of pro- 
portional rates because they were below the reasonable minima. 
These are his recommendations on the chief points. 

Examiner Disque handled the subject as if it were a 
general investigation of most of the important sugar rate ad- 
justments of the country. He lumped the cases in which ques- 
tions of rates on sugar had been raised and treated them as 
merely parts of one subject. The cases so combined for treat- 
ment were: Fourth Section Application No. 8836 on rehearing; 
No. 13098, Arbuckle Brothers vs. Ann Arbor et al; I. and S. No. 
1443, Sugar from Eastern Points to Central Freight Association 
Territory; I. and S. No. 1457, Sugar from Southern Points to 
St. Louis and Other Related Points; and I. and S. No. 1501, 
Sugar from Colorado, Utah, etc., to Illinois, Iowa, Minnesota, 
Michigan and Wisconsin Stations. 

Illinois, he said, by reason of the competition coming to a 
focus in that state, had become the cockpit of the sugar business. 
It was estimated that in 1920, the people and industries of that 
state used nearly 400,000 tons of sugar, or approximately 8 per 
cent of the whole consumption. The business in that state, he 
said, was divided, as between producing areas, about as follows: 
Eastern and Louisiana cane, 257,300 tons; San Francisco cane 
sugar. 57,300; beet sugar, principally western as distinguished 
from Ohio and Michigan beet, 76,400 tons. 


Competition between refiners, he indicated, is fierce because 
the eastern seaboard refiners alone have a capacity to supply 
the whole country’s demand. Each section of the country, roughly 
Speaking, has refineries with capacity greater than required to 
supply the section. Competition among the railroads is also 
keen, as may be inferred from the fact that of the five cases com- 
bined for hearing, four were originated by the railroads; that 
is they made proposals, which in three instances resulted in the 
Suspension of tariffs pending investigation. In one instance, 
they asked for fourth section relief. In only one instance was 
complaint made by a shipper. 

_ Of the nearly 4,800,000 tons annually used by Americans, 
Disque said approximately 48.97 per cent was supplied by the 
cane fields of Cuba, 13.46 by the cane fields of Hawaii, 8.77 per 
cent by those of Porto Rico, 2.69 by the Philippine cane, 5.52 
by Louisiana and Texas cane, 13.5 by beet sugar grown and 
refined west of the Missouri River, 3.7 from fields and factories 
east of the Missouri and 3.39 from miscellaneous sources, such 
4s Honduras, Gautemala, Santo Domingo and some of the Wind- 
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Products Corporation vs. Baltimore & Ohio et al., opinion 
No. 7745, 69 I. C. C. 474-6. The Commission held the rates 
on the brass goods unreasonable and the rates on the copper 
goods. and. unduly. prejudicial. The rates from 
Fairmont to Cincinnati are higher than those from Pittsburgh, 
2.5 and 4 cents on carloads and less-than-carloads, respectively, 
although the distance is less. The rates on the copper articles 
were held not only unreasonable but aiso unduly prejudicial 
because there is a manufacturer at Pittsburgh who competes 
directly with the complainant, in the Cincinnati market. 


FEDERAL CONTROL COAL RATES 


An award of reparation, on account of an unreasonable rate 
on coal during federal control, has been made in No. 12499, Far 
West Clay Co. vs. Director-General and Chicago, Milwaukee & 
St. Paul, opinion No. 7763, 69 I. C. C. 580-2. The Commission 
condemned a rate of $2, applicable after June 24, 1918, from 
Foran to Clay City, Wash. It said $1.70 would have been a rea- 
sonable rate and awarded reparation to that basis, notwith- 
standing the fact that in March, 1919, a rate of $1.10 was estab- 
lished. Commissioner Campbell dissented. He said that, so far 
as the record was concerned, it had not been shown that a 
pound of coal moved at the rates between $1.10 and $2, which 
the railroad men said were the effective rates, each according to 
his own interpretation, after June 24, 1918. The record, he said, 
showed that $1.10 would have been a reasonable rate. 


= 





ee See 


8 ew. 8 


ee ce 


ward islands and Lesser Antilles, including the Virgin or Danish 
islands. 


Refiners of cane are situated near the Atlantic port cities, 
the most recent installation being at Port Wentworth, a suburb 
of Savannah; near New Orleans and near Sugar Island, Tex. 
The Atlantic refiners use Cuban and Porto Rican raws chiefly. 
The New Orleans use domestic raws while they last and then go 
to refining Cuban and other insular raws, while the Texas 
refiner uses domestic. San Francisco refines Hawaiian raws, 
some of which are also refined at Philadelphia, being brought 
through the Panama Canal. California, Utah, Colorado, Idaho 
and a few other western states, Ohio and Michigan, grow beets 
and convert their sugar content into granulated sugar, usually 
selling to the wholesaler for a few points per 100 pounds less 
than the competing cane sugar. 


Each refinery group, having a capacity greater than re- 
quired in the district to which it has lower rates than more dis- 
tant competitors, seeks markets in territories to which his com- 
petitors have the advantage of the rate. As in transportation com- 
petition, so in sugar commercial competition, Illinois is the bat- 
tle ground. The California refiners, both cane and beet, being 
unable, generally speaking, to beat Utah and Colorado in their 
own markets, seek to jump over the heads of those competitors 
and land in the [Illinois market in competition with the Atlantic, 
gulf and Ohio and Michigan refiners. Their case was especially 
considered in the fourth section application mentioned in 1914 
when the transcontinental carriers were authorized to bring 
sugar to Chicago for about 55 cents while holding a rate of about 
57 cents at Missouri River. That application was reheard, in 
this case, on the allegation that the carriers, in making rates 
to St. Louis, had gone beyond the terms of the order based on 


that application, and on the assertion that conditions had 
changed since 1914. 


Going in the opposite direction, Atlantic refiners go as far 
“west as the Missouri River. New Orleans and Savannah “horn 
in” from the south and southeast not just to make the case 
harder, but in efforts to sell their products. New York makes 
the price everywhere, except in San Francisco, Disque said. 
Since January, 1921, the report said, San Francisco refiners had 
refused to follow New York breaks. They continued their 
prices 40 cents per 100 pounds higher than New York. Prior 
to that time, Disque said, the San Francisco price had been 
as low or lower than the New York price. At Chicago the New 
York price plus the rate from New Orleans, is and long has 
been the governing formula, Rates on beet sugar, although 
lower than from cane producing points, do not fix prices. Disque 
said the lower prices of beet sugars were due in part to preju- 
dice, and part to the fact that cane refiners produce grades 
not produced by beet refiners, and merchants like to carry full 
lines of grades. He said the difference at the time he wrote 
was, and for some time had been, 20 cents per 100 pounds. 

Disque painted a picture of the situation with which the 
Commission had been asked to deal, not, as he said, that all the 
facts mentioned by him and reproduced in this outline of what 
he said would be pertinent to the issues, but because he be- 
lieved they would help to a better understanding of the case. 
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The situation, from the point of view of the refiners, he 
said, was complicated by .the fact that the customs duties, 
freight and insurance are to be considered. Those factors were 
made intensely important when the refiners were reaching to 
the farthest corners of the earth for raw sugars and paying 
fabulous prices for them, so as to meet the demands not only 
of the domestic but also of the export trade, and further by the 
fact that Hawaiian growers, under contract, supply San Fran- 
cisco refiners with raw sugar 25 cents under the New York 
price, prevailing on the day prior to the day on which the San 
Francisco refiner begins melting the cargo on which the price 
is to be made known. The San Francisco refiners, therefore, 
Disque said, were not compelled to assume the risk of changes 
while their raw materials are in transit on the ocean. Louisi- 
ana and New York refiners have to buy on the basis of prices 
at point of origin and run the risks. The San Francisco re- 
finers, however, are obliged, under the contract, to take all the 
raws the Hawaiians produce, instead of being able to regulate 
their purchases by their needs. 

The customs phase of the subject is complicated by the fact 
that Hawaiian, Porto Rican and Philippine raws come in free 
of duty while the Cuban raws come in 20 per cent off, in ac- 
cordance with the treaty between ihe United States and Cuba. 
Disque found out there was a controversy as to whether the 
foreigner or the citizen pays the tax. One contention by the 
San Francisco refiners was that the foreigner paid or absorbed 
the tax and that therefore free raw sugar did not give them 
any advantage. He.not only went into that phase of the situa- 
tion but also into the hardships and disadvantages of the Louisi- 
ana growers and refiners, including climatic conditions, and the 
allegation that much of the land used for sugar growing can be 
used for nothing else. Similarly he went into the tribulations 
of the best growers and refiners, all before he felt prepared to 
get at the rate features of the consolidated case, and making his 
recommendations as to what should be done with the contro- 
versy which became acute in the fall and winter of 1921 and 
intense in the spring of 1922. All rates used by him were those 
in effect prior to July 1 when the 1922 general reductions went 
into effect. 

Disque dealt with the fourth section application and rates 
from California. He said the fourth section relief had increased 
the business of the San Francisco refiners considerably, although 
he said it would not be fair to say that the increase of shipments 
to the highly competitive field, from 51,000 tons in 1914 to nearly 
152,000 in 1920, was due to the rate adjustment alone, the chief 
feature of which, other than the departures from the fourth sec- 
tion before mentioned, was the establishment of rates based on 
an 80,000 minimum. The eastern and southern refiners, he said, 
did lose business while the Californians gained. He said the ac- 
tion of the cariers in blanketing the Chicago rate as far back 
as St. Louis was a violation of the fourth section not protected 
by the order. 

He said the rates allowed in 1914 in the main fourth sec- 
tion case and adjustments made by reason of it, were based 
upon commercial reasons and that the Commission had per- 
mitted that to be a controlling reason in a number of cases. 
All the fourth section departures were removed during federal 
control when sugar prices were also controlled. 

The western carriers, Disque said, admitted that the rate 
made under the fourth section permission, now 85 cents from 
San Francisco to Chicago, was less than a reasonable maxi- 
mum rate but that, as it yields something more than the out- 
of-pocket cost, it should be continued. The protestants said it 
should be raised to 97 cents so as to clear fourth section viola- 
tions at intermediate points. Disque said the question was one 
of policy rather than strict rate construction in which one of 
the considerations was the American belief in competition. 
He said section 15a of the interstate commerce law and sec- 
tion 500 of the transportation law, the latter commanding the 
fostering of both rail and water transportation, would have to 
be considered. 


The attorney examiner said the rate from California 
seemed lower than necessary. Therefore he recommended that 
the rate from California be made 32 cents higher than the rate 
from Baltimore to Chicago. 

“If the transportation system of the country is to function 
as an efficient whole,” said Disque, “it must throw off some of 
its shackles. Many industries and localities that have been 
artificially nurtured and fostered at railroad and public expense 
under an orgy of ruinous competition may be called upon to 
find other means of protecting themselves. One set of ship- 
pers should not, at the public expense, be allowed to prey un- 
duly upon the shippers and carriers more favorably situated. 
The low rate from California with the high minimum is a dis- 
turbing element in the sugar situation. If western producers 
are allowed such a rate the eastern and southern refiners may, 
with much justification, claim the same kind of treatment. * * * 
The present adjustment from California affords Chicago and 
intermediate points an advantage which other points do not 
have. The whole thing rests upon the fact that Chicago is a 
large sugar market. Under the system of rate-making the 
larger a point is, the more likely it is to be given advantages 
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that tend to make it larger and the smaller a point is the more 
likely it is to remain smaller. It is just such special treatment 
of certain points by certain carriers that has been largely re. 
sponsible for the present conglomeration in*-American rate 
structures. Greater simplicity and uniformity in_rate-making 
are essential and every reasonable opportunity im that direc. 
tion should be used.” 

In disposing of formal docket No. 13098, and I. and S. Nos. 1443 
and 1457, Disque had to consider the commercial and carrier 
competition involved in the efforts of New York, Savannah and 
New Orleans to get into the Chicago market. He said that only 
by giving commercial and carrier competition primary consider. 
ation, could New Orleans and Savannah be put into Chicago on 
rates as low or lower than those from New York, and only by 
giving transportation conditions primary consideration could a 
differential in favor of Philadelphia and Baltimore be retained. 

Taking into consideration the reductions ordered July 1, 
Disque said a reasonable maximum rate via the standard all- 
rail lines from Boston and New York to Chicago would be 55 
cents, subject to a minimum of 60,000, with the usual port dif- 
ferential adjustment from Philadelphia and Baltimore. He said 
the rates to points east of Chicago should be graded in accord- 
ance with the usual method for points on and east of the Mis. 
sissippi River. 

Mr. Disque said as to the rate from New Orleans to any 
point on or north of the Ohio River and on and east of the Mis- 
sissippi it should not be less as a reasonable minimum than the 
all-rail rate contemporaneously maintained to that point from 
Baltimore or the Colorado group, whichever may be lower, except 
as lower rates than those so determined may result from an 
observance of the long and short haul rule, but in no instance less 
than the rate from Baltimore to Chicago. 

The rates assailed, he said, should be held unreasonable to 
the extent they exceed or may exceed the before mentioned 
maximum or be less than the before mentioned minimum rates, 
He said the rates to St. Paul and Duluth and the Missouri River 
might need revision, but that the record did not warrant a 
definite finding in regard thereto. He said the suspended sched- 
ules should be cancelled. 

As to minimum weights, Disque said the carriers should 
remove the disparities caused by minimum weights of 40,000 
pounds from the seaboard to St. Louis and from New Orleans 
to points in southern Indiana and from the seaboard and New 
Orleans both, to points in Ohio. 

As to I. and S. No. 1501, in which the Commission suspended 
schedules of western carriers proposing reduced rates from Utah, 
Idaho, Colorado, Nebraska and Kansas, to points in Minnesota, 
South Dakota, Iowa, Wisconsin and the upper peninsula of 
Michigan, and also to establish, for the first time, proportionals, 
lower than the locals, from the pcints of origin in the states 
mentioned, to Mississippi River crosings, to destinations east of 
the Illinois-Indiana line, the examiner said the reduced rates 
should be forbidden and the existing rates held as reasonable 
minima. As to the proportionals proposed, he said the Commis- 
sion should also forbid them. Then, he said, to give the western 
lines and producers no excuse for proposing such a line of pro- 
portionals again, the Commission should require the eastern lines 
to cancel, forthwith, their proportionals on sugar going west 
of the Mississippi River, which were established many years ago, 
not to meet competition from the west, but to meet that from the 
New Orleans refiners. 


DOMESTIC RATE APPLICABLE ~~ 


Dismissal has been advised by Examiner F. C. Hillyer in a 
report on No. 13351, Rolph, Mills & Co. vs. Director-General, on 
a holding that tariff rules governing, and resultant charges col- 
lected, on four carloads of galvanized iron from Niles, 0., to 
San Francisco, for export, shipped in March and April, 1918, 
were not unreasonable or otherwise unlawful. 

The iron was not prepared for shipment by water as re 
quired by the rules of the carrier beyond San Francisco. It 
had to be taken to a local warehouse for crating. A domestic 
rate of $1 was imposed. The complainant did not attack that 
domestic rate, but alleged the action of the Southern Pacific m 
requiring the surrender of the bill marked “for export” deprived 
it of its right to obtain an export bill in exchange for it, as pel 
mitted by the tariff. The examiner said the complainant had 
not complied with other tariff requirements and the storage 10 
the San Francisco warehouse was for the convenience of the 
shipper and not the carrier. 


APPLE CHARGES NOT ‘UNREASONABLE 


Examiner F. C. Hillyer has recommended the dismissal of 
No. 13246, Wenatchee Valley Fruit Exchange vs. Northern Pa 
cific et al., on a finding that the charges for transportation, 
refrigeration and car-heater service, from points in Washingtot 
to destinations in many states were and are not unjust or ul 
reasonable. The complainant sought the resoration of rates 
on apples and fresh fruits, in carloads, to typical points which 
would have had the effect of carrying with them rates to other 
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points, that were in effect prior to the increases made by Gen- 
eral Order No. 28 and the Commission’s decision in Ex Parte 
74, It also requested the restoration of refrigeration charges 
that were in effect prior to February 8, 1920, the date on which 
the present refrigeration charges became operative. It also 
sought the elimination of the car-heater charges, with reversion 
to the practice prior to November 8, 1915, when such charges 
were absorbed in the rates for transportation. In case the Com- 
mission could not grant the last mentioned prayer in full, the 
complainant asked for the elimination of the charge in instances 
in which no heat is actually furnished. 

The examiner said the Commissicn should advise the car- 
riers to continue studies of their ce eater service but that a 
fnding of unreasonableness thereof was not warranted by the 
record. 


ADVISES RESTORATION OF RATES 


A proposal that the Commission require the American 
Railway Express Company and the Erie Railroad to reduce 
the charges on fruits and vegetables $51 per car for the serv- 
ice they perform in bringing such traffic from California points 
to piers 20 and 21, North River, New York, and make repa- 
ration amounting to $51 per car on traffic moving since Febru- 
ary 27, 1921, has been made by Examiner John B. Keller, in 
a report on No. 12680 American Fruit & Vegetable Shippers 
Association et al vs. American Railway Express Company et al. 
He said the Commission should hold unreasonable the through 
charges for transportation by express to the extent they ex- 
ceed those in effect prior to February 27, 1921, and require the 
restoration of the through service formerly in effect. 

The increase in the charges was brought about by the 
requirement of the express company that consignees accept 
delivery of the fruit and vegetable shipments in Jersey City. 
That meant that if they desired to use the auction piers main- 
tained by the Erie on the North River, they would have to 
pay the charge of the Erie $51 to get the car sent to those 
piers. Prior to February 27, 1921, the charge of the Erie 
was absorbed. 

Specifically he said the Commission should hold that since 
February 27, 1921, the aggregate rates for the through move- 
ment of fruits and vegetables, in carloads. have been and for 
the future will be unreasonable to the extent that they ex- 
ceeded, or may exceed $4.28 per 100: pounds;:that the prac- 
tice of the defendants of requiring consignees and receivers of 
fruits and vegetables, to receipt for and accent delivery of 
their shipments at Jersey City is unjust and unreasonable 
and that the through service should be restored. 


REPARATION RECOMMENDED 


In a proposed supplemental report on No. 115238, City of 
Clarksville, Tenn., et al. vs. Director General and Louisville & 
Nashville, Examiner J. P. McGrath recommended an order of 
reparation in favor of the complainants able to show they paid 
und bore the charges on coal from western Kentucky mines 
served by the Louisville & Nashville, between June 25, 1918, 
and March 1, 1920, regardless of the contention of the Director- 
General that retailers of coal had not proved damage, because 
during much of the period the prices of coal were subject to 
the regulation of the federal government through the Fuel Ad- 
ministration and that at least as to some of the shipments, the 
complainants sold their coal for prices which included the freight 
charges paid and the margin of profit allowed by the Fuel Ad- 
ministration. The examiner said the Commission should say 
‘if complainants have paid and borne, as transportation charges, 
unreasonable rates, they are entitled to an award of reparation” 
because, in the language of the Supreme Court in Southern 
Pacific vs. Darnell-Taenzer Co., 245 U. S. 531, they have “paid 
cash out of pocket that should not have been required of them.” 





KEROSENE DISTILLATE RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Assistant Chief Examiner Ulysses 
Butler in a report on 10708, J. F. Campion vs. Director-General, 
A. T. & S. F. et al., as to the rates charged on tank carloads of 
kerosene distillate from Wichita Falls, Tex., to Drumright, Okla., 
shipped in March and April, 1919. He said the rates should be 
held unreasonable to the extent they exceeded 22.5 cents and 
that reparation should be ordered to that basis. 


UNREASONABLE ICING CHARGES 


_ Ina report on further hearing on No. 11640, Swift & Co. vs. 
Director-General, the original report in which was made in 61 
LC. ¢. 183, Assistant Chief Examiner Ulysses Butler has recom- 
Mended a finding that the charges collected on interstate ship- 
ments of dressed poultry, butter, eggs, and cheese, in less-than- 
carloads, from points in Illinois, Indiana, Iowa, Michigan and 
Ohio, between March 15, 1919, and September 5, 1919, were unjust 
and unreasonable to the extent they exceeded charges which 
Would have accrued on the basis of the applicable rates, less the 
actual cost to the complainant of the ice and salt furnished not 
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to exceed $4 per net ton for ice and 75 cents per 100 pounds for 
salt and that reparation should be made to that basis. The orig- 
inal report dismissed the complaint on the ground that there 
was no evidence that the through charges, less the allowance 
made for ice and salt furnished, were unjust or unreasonable for 
the service performed by the Director-General. 


REPARATION ON CORD WOOD 


In a report on No. 13136, International Lime Co. vs. Director- 
General and C. M. & St. P., Examiner F. C. Hillyer recommended 
a holding that charges on slab wood, in carloads, from Goshen 
Mill, Lynden and Maple Falls, Wash., to Limestone Junction, 
Wash., during federal control were unreasonable to the extent 
they exceeded those that would have accrued at the rates 
prescribed in 61 I. C. C. 159, on the basis of the actual number 
of cords loaded on each car. He said reparation should be 
awarded on that basis. 


REPARATION ON GAS OIL 


Assistant Chief Examiner Ulysses Butler, in a report on No. 
13299, New Orleans Refining Co., Inc, vs. Atchison, Topeka & 
Santa Fe et al., said the Commission should condemn as unrea- 
sonable, rates on petroleum gas oil from Sapulpa and Cushing, 
Okla., to Good Hope, La., as unreasonable and award reparation. 
He said the rates should be held unreasonable to the extent they 
exceeded or may exceed 29.5 cents, subject to the general reduc- 
tions of July 1, 1922, with an order to establish rates for the fu- 
ture in accordance with that finding, and reparation to the basis 
of the rates recommended. " 


ORE RATES CONDEMNED 


A finding of unreasonableness, but not of discrimination, 
and an award of reparation to definite bases have been recom- 
mended by Examiner F. C. Hillyer in a report on No. 13414, 
Arlington Silver Mining Co. vs. Director-General and Great 
Northern, as to rates on ore, from Okanogan, Wash., to Tacoma, 
applicable to shipments moving between February 2 and Octo- 
ber 1, 1918. The allegations were unreasonableness and unjust 
discrimination. 

; The examiner said the Commission should find the rates as- 
sailed were unreasonable to the extent they exceeded $4 per 
ton, minimum 72,000 tons, on ore valued at over $30 and not 
over $40 per ton; and $4.20 per ton on ore valued at over $40 


and not over $60. He said it should award reparation on that 
basis. 


NEWSPAPER RATES 


The Trafic World Washington Bureau 


In I. and S. No. 1614 the Commission has suspended, from 


August 1, 10 and 20 to November 29, 1922, schedules contained 
in the following tariffs: 


Baltimore & Ohio R. R. Co.: I. C. C. No. A5169. 


_ Baltimore, Chesapeake & Atlantic Ry. Co., Maryland, Delaware & 
Virginia Ry. Co.: I, C. C: No. 236. 
Buffalo, Rochester & Pittsburgh Ry. Co.: I. C. C. No. 1379. 
Delaware, Lackawanna & Western R R. Co.: I. C. C. No. 1370. 
_ The Pennsylvania R R. Co. (Lines Pittsburgh, Pa., Oil City, Pa., 
Erie, Pa., and east): I. C. C. No. 7207 


The suspended schedules provide for the cancellation of 
newspaper rates applying to the transportation of illustrated 
newspaper supplements (brown sections chiefly) shipped from 
printing concerns to publishers and would have the effect of 
directing this traffic to freight or express channels at higher 
rates. 

To illustrate the change in rates which would result if 
suspended schedules became operative, the following is given: 


Rates in cents per 100 pounds. 
In bag- 


gage cars. Express. 


Freight. 
Pennsylvania R. R.— 
Buffalo, N. Y., to Washington, D. C.. 30 242 88.5 
D. L. & W. R. R.— 


Hoboken, N. J., to Buffalo, N. Y.... 60 214 79.5 


BARGE LINE RATES 


The Trafic World Washington Bureau 


Attorneys and officials handling the Mississippi-Warrior 
Barge Line’s complaint seeking an extension of joint rates be- 
tween the railroads and the barge line (No. 13290, The Secre- 
tary of War, operating Mississippi-Warrior Service, vs. Aber- 
deen & Rockfish et al.) have filed exceptions to the proposed 
report in that case, made by Examiner J. Edgar Smith, in 
which the burden of their complaint is that Smith presented 
only one side of the case, wholly ignoring the substantial part 
of their contentions and emphasizing those parts of the barge 
line’s case which would result from an extreme application of 
the barge line’s requests. 

“The Commission will search the tentative report in vain 
for a complete or fair statement of complainant’s case,” said 
the representatives of the barge line. “The examiner, reaching 
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the conclusion that the complaint should be dismissed because 
it would reduce the revenues of the all-rail carriers, has mar- 
shaled in support of his opinion such exceptional illustrations 
and such argument as would tend to support the opinion that 
he has reached, wholly omitting to present to the Commission 
the many material facts which complainant presented in sup- 
port of its complaint. 

“No representative of the defendants at any time has 
undertaken to present such pointed criticisms of the existence 
and operation of the barge line as are contained in the report 
to which this exception is filed. 

“With all respect for the examiner, and for his long years 
of experience, we cannot but say that the report wholly fails 
to meet the purpose for which the tentative report practice 
was adopted by the Commission. The facts which complainant 
presented in its brief are only partly stated. Many of the im- 
portant matters are not even referred. to.” 


The bill of exceptions discusses the measure of the differen- 
tial, the proposed extension of joint rates and the proposed ex- 
tension of the joint rail-and-water rates. 

In discussing the measure of the differential the repre- 
sentatives of the barge line said Smith made the error of find- 
ing that the basis upon which differential rates are determined 
(viz., 80 per cent of the rates published by the rail carriers be- 
tween the ports) fixes the barge rate between all ports, without 
regard to the length of the barge haul. The differential, they 
said, in all cases is 20 per cent of the rail rate applying between 
the ports and these rail rates vary with the distance, the 
rate from St. Louis to New Orleans being greater, of course, 
than the rate from St. Louis to Vicksburg. As these rail rates 
vary with the distance, they said, so the barge line rates vary 
with the distance the barge line handles the traffic. Discussing 
specific instances, they said the examiner had failed to call at- 
tention to the facts materially varying from the examples he 
had cited. 

’ “The examiner reaches the conclusion there should be no 
extension of the joint rates between the barge lines and the 
rail lines, largely predicated upon the thought that any exten- 
sion of joint rates means a reduction in all-rail revenue,” said 
the complainants. “That is a result which the examiner could 
not view with equanimity. The complaint alleges that the com- 
binations of rail-and-water rates now in effect between all points 
where no joint rates are in effect are unjust and unreasonable. 


We find not a syllable in the tentative report dealing with this 
question.” 


In their general discussion of the Smith report, the barge 
line men, in part said: 


The tenor of the tentative report indicates that the examiner 
was of the opinion that the whole effect of granting the prayer of 
the complaint would be to deplete the earnings of the rail carriers 
in order to afford the barge line additional traffic. Apparently he 
thinks there is a vested right in the carriers to retain all the earn- 
ings which they receive in the way of divisions from their present 
traffic and also a vested right to retain the traffic which the barge 
line would receive if joint differential rates were established. The 
vice in this conception of the case is that it assumes (a) that 
present divisions of the all-rail rate are just and equitable as be- 
tween the rail-carriers; (b) that the combination of rates of the 
rail carrier and the separately established rates of the barge line, 
are just and reasonable; and, (c) that the barge line is not entitled 
to participate in joint through rates, if the effect will be to either 
lessen the revenues or the traffic of the rail lines. If the examiner’s 
report be approved it means not only that the Mississippi and 
Warrior rivers will not be open to the free and unrestricted use of 
all those who desire to avail themselves of them, but that their use 
shall be limited to those who now have joint through rates. In- 
deed, carrying out the tentative opinion to its logical conclusions, 
all joint rail-and-water rates should be cancelled, as there is no 
greater justification for the through rates now in effect than for 
those which are sought in this proceeding. If Pittsburgh cannot ship 
via the Mississippi river the steel which it products, then Steuben- 
ville and Youngstown are not entitled to the through routes and 
joint rates via the barge line which they now have. If Birmingham 
is not entitled to ship coal on a joint through rate over the through 
route, using the barge line on the Warrior River, then Sipsey is 
not entitled to the through route and joint rate on coal via the 
Warrior river. If Beaumont rice cannot move via the Mississippi 
river from New Orleans to Chicago, then Lake Charles rice should 
be denied the right to use the river. The basis for the recom- 
mendation in this case that the complaint be dismissed would apply 
alike to all the joint rates which are now in effect via the barge 
line, if the question of their lawfulness was presented to the ex- 
aminer for decision. 


TARIFF PUBLICATION RULE 


The Trafic World Washington Bureau 


In a notice to carriers, concerning tariff publications, the 
Commission said: 


Tariffs filed with the Commission indicate that certain carriers 
have made reductions in joint through rates on one day’s notice 
under authority of rule 56 of Tariff Circular 18A by reducing such joint 
rates to the level of the sums of the intermediates arrived at by use 
of the combination rule published by Agent Kelly or in the individual 
issues of the carriers. It is not permissible to use rule 56 for this 
purpose. 

All carriers are hereby notified that whenever it is thought desir- 
able to reduce joint through rates, on short notice, to the basis pre- 
scribed in the so-called combination rules, sixth section application 
should be filed with the Commission and the Commission’s approval 
thereof secured in advance of such filing in order that the tariffs may 
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show reference to the sixth section permission as authority for the 
reduction on short notice, it having been ruled that rule 56 confers 
ne such authority. 

The purpose of the notice is to prevent the publication, ex. 
cept on statutory notice, of rates calculated by the use of the 
rule for making rates by combination. The only rates, which, 
under this notice, can be published on less than statutory notice, 
as an aggregate of intermediates, will be such as may be ar. 
rived at by adding together the rates actually carried in the 
tariffs. For instance, under the rule for arriving at through 
routes by using the rule for combinations, two rates, one of 34 
and the other of 30 cents, may come out as making 62 cents, 
while by the simple arithmetical process of adding one to the 
other the result is 64 cents. 


RAILWAY SERVICE CORPORATION 


The Trafic World Washington Bureay 


A printed argument in support of the proposal to give fed. 
eral incorporation to the National Railway Service Corporation 
has been submitted to the Senate interstate commerce com- 
mittee by S. Davies Warfield, president of the National Asso- 
ciation of owners of Railroad Securities. He said he did not 
presume to bring to the committee the full indorsement of those 
who compose the Railroad Conference Committee created by his 
association and the Association of Railway Executives, at the 
invitation of the first mentioned association, of all the functions 
he and his association felt could be performed by the proposed 
service corporation. 

“It can be said, however, that to the general purposes of 
this corporation in respect to the financing of equipment, new, 
rebuilt or otherwise, that was found no objection on the part 
of the Railroad Conference Committee or to the proposals of 
this association for the granting of a federal charter to the 
service corporation,” said Mr. Warfield. “We feel justified in 
stating that the Railroad Committee thought such an agency 
would be helpful. 

Warfield told the Senate committee that, in the opinion of 
his association, the service corporation should have an equal 
number of trustees from among the railroads and from the men- 
bership of the association of railroad security owners, eight rail- 
road men and eight men from the Warfield association who are at 
the same time officials of the public investing institutions, such as 
life insurance companies and mutual savings banks. His idea 
was that the eight railroad trustees should be selected two from 
each of the four great groups of railroads. He said he believed 
such a board would bring into the situation men of large ex- 
perience in the strictly investment field and also from the rail- 
road world. 

“Those who would represent the security owners would not 
be bankers, nor men identified with selling or trading in railroad 
or other securities, but who represent the great public invest- 
ment and are familiar with questions of public concern, such as 
compose the trustees of the present service corporation,” said 
Mr. Warfield. 

Another thought expressed by Mr. Warfield was that the 
creation of such a corporation with a board composed of such 
men would bring into being a body that, instead of bringing 
public operation nearer would tend in the other direction. He 
said government loans would not be essential to the corporation, 
but they might be needed at first on account of the lack of 
credit of carriers needing new or rebuilt equipment, but that 
in the course of a short time it would not need even that. 
He said the corporation could bring into general use the revolu- 
tionary plan of rebuilding cars under the sale and re-purchase 
plan and tend to do away with the present car repair system. 
That system, he said, was inherently wrong because it cannot 
follow the car and require that it have repairs while in the 
service of all carriers and ait all times, at least equal to what 
it would receive when on the owner road. 


CAR SURPLUS AND SHORTAGE 


With a steady decrease in surplus cars and an increase in 
the average daily shortage, car service division officials of the 
American Railway Association were looking forward this week 
to the surplus being heavily reduced in the near future. The 
average daily surplus of freight cars in good order in the period 
July 15-23 was 203,322 as against 233,029 in the preceding period, 
while the shortage jumped to 15,366 cars as against 6,097 in the 
preceding period. The surplus of coal cars dropped from 151, 
727 cars in the period July 8-15 to 141,430 cars in the period 
July 15-23. 

The surplus was made up as follows: Box, 32,984; vel 
tilated box, 1,507; auto and furniture, 654; total box, 35,145; 
flat, 2,777; gondola, 59,180; hopper, 82,250; all coal, 141,430; 
coke, 3,610; S. D. stock, 8,038; D. D. stock, 1,178; refrigerator, 
8,444; tank, 378; miscellaneous, 2,322; total, 203,322. 

The shortage was made up as follows: Box, 8,330; flat, 
2,502; gondola, 862; hopper, 2,735; coke, 16; S. D. stock, 304; 
D. D. stock, 27; refrigerator, 316; tank, 222; miscellaneous, 52; 
total, 15,366. 
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August 5, 1922 


RAIL STRIKE DEVELOPMENTS 


The Trafic World Washington Bureau 


Refusal of the railway executives to accept the strike settle- 
ment proposal sent them by President Harding turned the 
thoughts of government officials dealing with the railroad prob- 
jem to the possibility of government operation of coal-carrying 
railroads through means of federal receivers. 

If a given railroad or several roads should fail in the per- 
formance of their mail contracts with the United States and 
fail also to give general transportation service, the belief was 
held that the government could make application for and obtain 
the appointment of receivers to operate the properties. 

Attorney-General Daugherty declined to comment-on reports 
August 3 that the government was contemplating such action 
in the event any railroad failed to operate. Reports to the De- 
partment of Justice that day indicated that the railway strike 
situation was generally quiet except at DeQuincy, La., where ad- 
ditional marshals were requested. At some points in Texas there 
were requests for additional marshals, it was said. 

The Attorney-General said mail trains were running better 
than they were a week ago. 

The trend of thought in official circles close to the President 
appeared to be that the President might have to exercise the 
power he is said to have with regard to government operation 
of railroads and coal mines during a great national emergency. 
The President has been advised that his general power under the 
Constitution would permit him to operate through receivers or 
otherwise railroads and mines. Some do not believe that his 
power is that broad and declare special legislation would be 
necessary. 

It seemed to be the thought in Washington. that the refusal 
of the executives to accept the strike settlement plan and the 
acceptance by the unions of the plan had created ‘‘a bad mess,” 
and that unless coal were dug and trains operated the President’s 
next step would be to take such steps as would result virtually 
in government operation of at least certain railroads and mines. 

Mr. Daugherty, when asked if there had been any developments 
with regard to charges that there was a conspiracy between the 
leaders of the coal and railway strikers, replied that the situa- 
tion was the same as a week or so ago when he said the Depart- 
ment waS watching that phase of the strike situation. 


The Association of Railway Executives issued a statement 
to the effect that the action of the Southern Railway in offering 
fo take back its employes on the President’s terms did not in 
any way indicate a change in the position taken by the railroads 
at their meeting in New York. It said the Southern was not a 
member of the association and it was not represented at New 
York and did not vote on the President’s proposal. It said the 
Southern was an exception to the general rule and that it did 
not follow that what might be equitable under its condition 
would apply to the great majority of the railroads of the country. 

Secretary Hoover conferred with President Harding August 
3 and presumably made a report on his talk to the railway ex- 
ecutives in New York the day before. He said he was at the 
White House to discuss the coal situation. 

It was believed that the President would give careful con- 
sideration to the reply of the executives before taking any fur- 
ther action with respect to the railway strike. It was under- 
stood that the President was greatly disappointed at the out- 
come of his efforts to end the strike. 

It is believed that President Harding will back up the pro- 
gram of Senator Cummins to give the Labor Board power to 
enforce its decisions. When the President was in the Senate he 
voted for the anti-strike provisions in the Senate vailroad biil. 
Whether he would favor such provisions now remains to be 
seen, but it is believed that he would like tou see the power 
of the Labor Board increased. He also would like to see the 
board moved from Chicago to Washington because he believes 
contact with the Commission would be beneficial. He may 
make such a recommendation to Congress at the next session. 

The President did not look with favor on the yproposal to 
make separate settlements between the roads and ihe s'‘rikers, 
such as was proposed by the Baltimore & Ohio. He belicved 


that a settlement taking in all the roads would have to be 
effected. 


Chairman Hooper of the Labor Board conferred with the 
President July 31, but declined to comment on the proposed 
Settlement. It was understood that he would represent the 


president, if necessary, at Chicago when the shopmen considered 
€ plan. 


_ When he left the White House, he said he was returning to 
Chicago, Although indicating he had seen the President’s plan, 
he declined to comment, one way or another, with reference to 
the proposed settlement. 

Mr. Hooper expressed the belief that hereafter both the rail- 
roads and the employes would find that it did not pay to flout the 
decisions of the Labor Board. He said he believed the employes 
Would realize they could gain nothing by striking after the board 
had made an award. He indicated he believed teeth should be 
Placed in the labor provisions of the transportation act so that 
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after months of labor awards of the board would be binding and 
enforceable. 

In that connection he said Senator Cummins had requested 
him to submit recommendations for changes in the law and that 
as a result he would shortly draft some recommendations em- 
bracing six or seven changes in the labor provisions of the act. 
He did not indicate what changes he would recommend. 

Mr. Hooper pointed out that the President, in his efforts to 
bring about a settlement of the shopmen’s strike, might be doing 
things that the Labor Board could not do—that is, that the 
President could get each side to make concessions. He indi- 
cated that what the board members had done along that line was 
not within the official functions of the board. He commended 
President Grable of the maintenance of way employes for the 
course he had pursued. He said there would not be a rehearing 
in the case of the maintenance of way men because their griev- 
ances would come before the board as new cases. In the case 
of the shopmen, however, he indicated there would be a rehear- 
ing if the matter were settled on the basis of the President’s 
compromise plan. 

Numerous wires were received at the White House from 
commercial organizations protesting against the President re- 
questing the railroads to yield on the seniority question. How- 
ever, it was indicated that the President had determined upon 
the basis for settlement and would not change his course. 

The inclination in Washington was to take the view that 
the railway executives, while disagreeing with the President “in 
principle,” would regard the compromise settlement plan as a 
“command” and accept it under protest. 

A summary of the plan President Harding proposed to the 
railroad executives and the labor leaders for a settlement of the 
railroad shopmen’s strike, was given to the public by the White 
House staff, while the railroad executives were in conference 
among themselves in New York, August 1. 

It surprised all those who had been trying to keep them- 
selves informed as to the nature of the compromise the Presi- 
dent thought he had been suggesting to the warring elements, 
because the proposal respecting seniority and other rights of that 
character seemed to be exactly the one the leaders of the strike 
had been putting forward ever since they signified a willingness 
to have their, followers return to work under the wage award 
of the Railroad Labor Board; in other words, in so far as that 
aspect of the matter was concerned, it was no more of a com- 
promise than that which President Wilson obtained from the 
threatening railroad brotherhoods in 1916, embodied in the 
Adamson law. 

In behalf of the President it was said he had written a let- 
ter to T. DeWitt Cuyler, as chairman of the Association of Rail- 
way Executives, in which he had discussed some phases of the 
matter but that he left to Mr. Cuyler’s judgment whether that 
letter should or should not be made public. 


Prominence given to the two propositions relating to the 
Railroad Labor Board was explained to mean that the President 
was still determined to do everything vossible to make the Rail- 
road Labor Board the only governmental agency to be consulted 
in the settlement of disputes between the carriers and their em- 
ployes. It was pointed out that, from the first, his efforts had 
been along that line; that he persisted in that direction when the 
employes were flouting it, the carriers were taking their cases 
to the courts, and influential elements were insisting the best 
thing to do with the Board would be to abolish it. 


Efforts to obtain the facts or reasoning on which the Presi- 
dent based his optimism last week produced nothing. 


RAILROADS REJECT PLAN 


(By a Staff Correspondent at New York) 


With a strong undercurrent feeling that Washington had 
overplayed its hand in attempting to bring about a settlement 
of the railway shopmen’s strike, the railway executives of the 
United States in session August 1 at the Grand Central Ter- 
minal, quickly disposed of President Harding’s plan for a “com- 
promise settlement” between the roads and the strikers by 
qualified acceptance of two of the proposals and flat rejection 
of the third—full restoration of the seniority rights of the 
strikers. . 

Prepared for a suggestion from the President that would 
have called for recession in part by them on the seniority ques- 
tion, but not for what was proposed, the executives’ course was 
determined from the moment T. DeWitt Cuyler, chairman of 
the Association of Railway Executives, who read the President’s 
letter, stated the third part of the President’s plan. That pro- 
posal unified the executives—if there was need for unification— 
against the President’s plan. 

Newspaper reports predicting acceptance of the plan by 
the railway executives sent out from Washington and Chicago 
the week preceding the executives’ meeting were regarded by 
some of the executives as “inspired” for the purpose of creating 
a background that would make it difficult for the railroads to 
reject the plan. Reports indicating that Chairman Cuyler and 
W. W. Atterbury, vice-president of the Pennsylvania, had prom- 
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ised the President they would back the plan, or at least not 
oppose it, were declared to have been without foundation. 

A report was made to the executives that one press asso- 
ciation sent out a report under a “Chicago date line’ when 
investigation indicated the story was really sent out from Wash- 
ington. This report quoted an official in close touch with the 
situation as saying, in effect, that the meeting in New York 
would be merely for the purpose of formally ratifying the Pres- 
ident’s plan. 

The impression prevailed that the executives might have 
yielded in part on the seniority question if provision had been 
made for the men who remained loyal, and some arrangement 
had been made to take care in part of the new employes, but 
when the President’s suggestion for full restoration of seniority 
rights of the strikers was read the opposition thereto crystallized 
and the result was a vote of 265 to 2 in favor of adoption of 
the resolutions setting forth the executives’ position. The vote 
was really unanimous because the opposing votes were cast by 
L. F. Loree, for the Delaware & Hudson and the Kansas City 
Southern, because he did not think the resolutions were worded 
strongly enough in opposition to the President’s plan. The 
votes cast were considerably in excess of the number of execu- 
tives present because, under the rules, the number of votes each 
road has is determined by its mileage. 

The meeting of the executives, which followed a meeting 
of eastern executives July 31 at which unanimous opposition 
to yielding on the seniority question developed, was opened by 
Chairman Cuyler, who explained that he had conferred with the 
President, that the President had told him he would have a plan 
ready for consideration August 1, and that he held the Presi- 
dent’s letter, received the night before, in his hand. He read 
the letter and, it was understood, indicated that the terms con- 
tained therein were as much of a surprise to him as to the other 
executives, particularly as to the seniority question. 

After the plan had been read, there was brief discussion. 
Secretary Hoover, who came to Washington at the request of 
the President to urge acceptance of the terms, was then received 
by the executives. While it was said that he was cordially 
received by the rail heads, it was also said that it was evident 
that, so far as the seniority question was concerned, he was 
pleading for a lost cause. 

As late as the morning of July 31 Secretary Hoover said 
he did not know whether he was going to New York. It had 
been understood, however, that the President had indicated to 


Mr. Cuyler he would like to have Mr. Hoover attend the meet- 
ing. 


Mr. Hoover was said to have made a “very persuasive” 
appeal in support of the plan, reviewing the general industrial 
situation and the President’s desire to bring about normal con- 
ditions again. Mr. Hoover told the executives that the Presi- 
dent believed all questions other than upholding the authority 
of the Labor Board to be of minor importance with reference 
to the rail situation. He said the President wished it pointed 
out that the seniority question had arisen after the strike had 
started—that it really was not in issue in the strike which, he 
said, had resulted from the Labor Board decision. Mr. Hoover 
himself, it was said, let the executives know that he understood 
they had a difficult problem in connection with the seniority 
question, but he stressed the point that the President did not 
believe, all things considered, that it was a major issue that 
should prevent the strike being brought to a close. 

When Mr. Hoover left the meeting, after having been with 
the executives for about a half hour, he appeared to be in a 
hurry. He said, in reply to questions, that he had come to 
deliver a statement in behalf of the President and that he had 
made the statement. He said he could not discuss his state- 


ment and that he did not know how the executives had received 
the plan. 


Following the Hoover appeal, a drafting committee was ap- 
pointed to prepare the reply to the President’s letter. The com- 
mittee was headed by Robert S. Lovett, chairman of the Union 
Pacific, and included the following: Hale Holden, of the Bur- 
lington, W. W. Atterbury of the Pennsylvania, A. H. Smith of 
the New York Central, and Alfred P. Thom, general counsel 
of the Association of Railway Executives. 


The meeting then adjourned for luncheon. At the afternoon 
session there was little discussion, the executives waiting for 
the report of the drafting committee. In the discussion in the 
course of the day President Smith, of the New York Central, was 
understood to have pointed out the serious results that would 
undoubtedly follow in the wake of acceptance of the President’s 
seniority proposal. He said demoralization of the carriers’ su- 
pervisory forces would result, and this thought was reflected 
in the resolutions. He also said, it was understood, that such 
a course would precipitate worse strikes. He contended that 
the crisis in the present strike was passing. Hundreds of wires 
from supervisory officials were read protesting against yielding 
on the seniority question. Other executives who spoke against 
yielding on the seniority question included Mr. Loree, B. A. 
Worthington, of the C. I. & W., Mr. Lovett, Mr. Felton, W. R. 
Scott and B. F. Bush. It was understcod that Mr. Lovett said 
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that to go along with the President would be to invite another 
strike. 

The executives had before them telegrams from hundreds 
of commercial organizations urging them not to yield on the 
seniority question. Some of the time was spent in reading thege 
messages. 

When the drafting committee reported, there was a brief 
discussion, the roll was called and the resolutions adopted, as 
hereinbefore explained. The resolutions were wired at once to 
the President with a note of transmittal from Chairman Cuyler, 
They were not made public until later, however, the executives 
wishing to allow time for the resolutions to reach the President 
before they made them public. 

Bird M. Robinson, president of the American Short Line 
Association, in a brief speech, indicated that the short lines 
would go along with the big roads. He had received a separate 
letter from the President setting forth the proposed terms of 
settlement. In this letter the President said the government 
was not seeking to dictate a settlement. He said he had given 
the matter deliberate and mature consideration from every angle 
and believed the terms proposed should be accepted “to bring 
the disturbed state of transportation to an end.” 

The President’s letter to Chairman Cuyler was dated July 31. 
Information at the White House July 29 was that the plan had 
been sent to Mr. Cuyler and to Mr. Jewell, but it developed 
that that was incorrect. : 

A spokesman for the executives after the meeting said the 
way for the strikers to get back to work was on terms and 
conditions that would be fair to the loyal employes and to the 
new employes. The executives left for their homes after the 
meeting and were not prepared to go into another conference. 
It was clear that the executives believed they had disposed of 
the seniority question so far as they were concerned and that 
any new move must come from Washington—if there is a new 


move. The executives, it was also clear, would really prefer 
to be left alone. 


Among those present were: Thomas DeWitt Cuyler, chair- 
man, Association of Railway Executives; W. H. Finley, presi- 
dent, Chicago & North Western Railway; H. E. Byram, presi- 
dent, Chicago, Milwaukee & St. Paul Railway; Hale. Holden, 
president, Chicago, Burlington & Quincy Railroad; Ralph Budd, 
president, Great Northern Railway; Howard Elliott, chairman, 
and Charles E. Donnelly, president, Northern Pacific Railway; 
R. S. Lovett, chairman, and Carl R. Gray, president, Union Pa- 
cific System; V. R. Scott, president, Southern Pacific Lines; 
B. F. Bush, president, Missouri Pacific Railroad; L. F. Loree, 
president, Delaware & Hudson Company; W. W. Atterbury, 
vice-president, Pennsylvania System; A. H. Smith, president, 
New York Central Lines; W. H. Truesdale, president, Delaware, 
Lackawanna & Western Railroad; F. D. Underwood, president, 
Erie Railroad; F. L. Blendinger, vice-president, Lehigh Valley 
Railroad; A. T. Dice, president, Philadelphia & Reading Rail- 
way; W. R. Cole, president, Nashville, Chattanooga & St. Louis 
Railway; Lyman Delano, vice-president, Atlantic Coast Line 
Railroad; S. M. Felton, president, Chicago Great Western Rail- 
road; E. J. Pearson, president, New York, New Haven & Hait- 
ford Railroad; C. L. Bardo, president, Central New England 
Railway; Frank H. Alfred, president, Pere Marquette Railway; 
C. E. Denney, vice-president, New York, Chicago & St. Louis 
and Lake Erie & Western railways; W. J. Harahan, president, 
Chesapeake & Ohio Railway; N. D. Maher, president, Nor- 
folk & Western Railway; W. T. Noonan, president, Buffalo, 
Rochester & Pittsburgh Railway; C. H. Markham, president, 
Illinois Central Railroad; Daniel Willard, president, Baltimore 
& Ohio Railroad; Howard G. Kelley, president, Grand Trunk 
Railway; J. H. Hustis, president, Boston & Maine Railroad; 
M. C. Byers, president, Western Maryland Railway; G. R. Loy- 
all, president, Norfolk Southern Railroad; C. H. Stein, general 
manager, Central Railroad of New Jersey; H. E. Fries, presr 
dent, Winston-Salem Southbound Railway; Larz A. Jones, presr 
dent, Alabama & Vicksburg Railway; T. M. Schumacher, pres! 
dent, El Paso & Southwestern System; S. Ennis, President, 
Wheeling & Lake Erie Railway; J. M. Kurn, president, St. Louls- 
San Francisco Railway; A. G. Wells, vice-president, Atchison, 
Topeka & Santa Fe Railway; Percy R. Todd, president, Bangor 
& Aroostook Railroad; B. A. Worthington, president, Cincinnati, 
Indianapolis & Western Railroad; Alfred P. Thom, vice-chairman 
and general counsel, Association of Railway Executives. Colonel 
B. L. Bugg, receiver, Atlanta, Birmingham & Atlantic Railway, 
and W. T. Stewart, vice-president, Gulf & Ship Island Railroad, 


were not present, as their lines are not involved in the present 
strike. 


Some of the executives regarded the opening sentence of 
the President’s letter to Mr. Cuyler as being susceptible of al 
interpretation that the President was issuing a command to 
them or to the inference that ‘they had agreed to something 
in advance. Mr. Loree characterized the document as an “ulti 
matum.” The President said he was writing to convey “the 
terms of agreement, aS I understand them, upon which the 
railway managers and united shop-craft workers are to agree. 

Although it had been indicated at the White House late 
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on the afternoon of July 29 that the President’s proposals had 
been sent to Mr. Cuyler and Mr. Jewell, the former had not 
received any communication from the President up to noon 
July 31. The executives were getting anxious and got in com- 
munication with Washington. The result was that Mr. Thom 
obtained a copy of the letter and took it to New York. Mr. 
Cuyler received his letter on the night of July 31. . 

Chairman Hooper of the Labor Board was with the Presi- 
dent the morning of July 31 and it was believed that he prob- 
ably assisted the President in getting the proposals into final 
form. 


President Harding’s Letter 
President Harding’s letter was as follows: 


I am writing to convey to you the terms of agreement, as I 
understand them, upon which the railway managers and united shop 
craft workers are to agree, preliminary to calling off the existing 
iret elnwar managers and workmen are to agree to recognize 
the validity of all decisions of the railroad labor board and to faith- 
fully carry out such decisions as contemplated by the law. | 

Second—The carriers will withdraw all lawsuits growing out of 
the strike and railroad labor board decisions which have been involved 
in the strike may be taken, in the exercise of recognized rights, by 
either party to the railroad labor board for rehearing. 

Third—All employes now on strike to be returned to work and 
to their former positions with seniority and other rights unimpaired. 
The representatives of the carriers and the representatives of the 
organizations especially agree that there will be no discrimination by 
either party against the employes who did or did not strike. E 

In view of the things said in our personal interview, it is hardly 
necessary for me to emphasize my belief in the wisdom of the rail- 
way Managers accepting this compromise in order to bring the strike 
to an end. I have made a very full appraisal of all the embarrass- 
ments involved in making the seniority restoration. It has seemed to 
me that the proposition that the order of things on the day the 
strike began be restored, and that both employers and workers agree 
against discrimination toward either those who struck or did not 
strike, will leave to the managers only the difficult problem of dealing 
with the new men employed. 7 

It would be futile for me to attempt to point the way of most 
easily solving that difficulty. I have only attempted to appraise the 
situation from the larger viewpoint. It seems to me that such a set- 
tlement brings, first of all, the restoration to normal operations in 
transportation for which the country is calling. In the second place 
it establishes definitely the full recognition of the railroad labor board 
by all parties concerned. 

I have not specifically stated it in the terms of settlement, but. 
of course, the abandonment of the contract system, in accordance with 
the decision of the board, is to be expected on the part of all rail- 
roads. It is wholly unthinkable that the railroad labor board can be 
made a useful agency of the government in maintaining industrial 
peace in the railway service unless employers and workers are both 
prompt and unquestioning in their acceptance of its decisions. 

I think it is more desirable than I know how to express to have 
established the unchallenged authority of the railroad labor board, 
because we must do those things which are necessary to bring about 
the recognition of suitable authority to decide and end such disputes 
as menace the continuity of transportation. ‘ 

You are at liberty to present the situation as I have outlined it 
to you, and I hope you will convey to the members my deep convic- 
tion that this dispute must be brought to an early termination. I need 
hardly add that I have reason to believe that these terms will be 
accepted by the workers. If there is good reason why the managers 
cannot accept, they will be obligated to open direct negotiations or 
assume full responsibility for the situation. 


Reply of the Railroads 


The following resolutions in reply were adopted by the rail- 
way executives and telegraphed to President Harding: 


‘ Resolved, (1) That we accept the first recommendation of the 
resident. s 

(2) That we accept the second proposal of the President, with 
the understanding that the strike is first called off, and the repre- 
sentatives of the strikers pledge themselves and the strikers against 
violence in any form against the men now at work and the property 
of the carriers, since otherwise it would be impossible to consider the 
dismissal of injunctions and other legal ‘measures necessary to protect 
such persons and property from the violence and intimidation of the 
character resorted to in many localities since the strike was called. 

_ (3) That it is impossible to agree to the first sentence of the 
third proposal of the President. 

[Here the executives’ reply quotes in full the part of the Presi- 
dent’s letter asking for the recognition by employers and workers of 
the “unchallenged authority of the railroad labor board’’ and proceeds:] 

By this language the President has expressed with great force 
and clearness the policy which we advocate. But the decisions of the 
tailroad labor board were flouted and defied by the six organizations 
comprising the federated shop crafts; the strike was called to take 
effect July 1, 1922, and even the summons of the board to appear with 
the railroad executives before the labor board, after the strike was 
called and before it took effect, was contemptuously ignored by the 
leaders of the strikers, who refused to attend the hearing. 

. Thereupon it became the plain duty of the railroads, actively and 
vigorously, to undertake to uphold the orderly processes for the 
adjustment of industrial disputes contemplated by the statute creating 
e labor board and represented by the decisions of that board against 
Which the strike in question was directed and, at the same time, to 
Continue to the best of their ability to discharge their duty to the 
public as common carriers. 
__Many men in the service refused to join the strike and in so doing 
were assured of seniority rights accruing to them and of the per- 
manence of their positions. On some important lines fifty per cent or 
More refused to join the strike. To these old loyal emploves have heen 
added thousands of new men who were emploved and could be secured 
only upon a definite promise that their services would he retained 
terrdless of the settlement of the strike. with all the rights apper- 
aming of such empleyment, including that of seniority under the 
Ya yeren and regulations previously approved by the railroad 
oard, 

m _We especially point out that a refusal to the old men who re- 
reed in the service and to the new men who accepted service of the 
Sits of seniority incident to their employment would have just the 
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opposite effect to that desired by the President and would most 
seriously discredit the labor board. The board itself prescribed the 
rules of seniority under which the men referred to have secured their 
seniority rights and the railroad companies have neither the legal 
nor moral right to deprive these men of those rights. By public 
utterances since the strike began the board has recognized and em- 
phasized these rights, and to deny them now would, instead of up- 
holding the authority of the labor board, overthrow its rules and dis- 
credit its authority. ’ 

The chairman of the labor board, at the time the strike was 
called, made the following public statement: . 

“Upon one question the striking employes should not be deceived. 
Their leader has said that the strikers are no longer employes of the 
railways, and they have thus automatically abandoned all the rights 
they possess under their agreements and under the decisions of the 
board, including their seniority. This is not the board’s action. It is 
their own. 

‘““Many carriers are giving their former employes the opportunity 
to re-enter the service within a limited time. It must be understood 
now that men who remained in the service and those who are now 
entering it will have rights of seniority that the board could not 
ignore.”’ 

The chairman of the board’s statement ‘“‘that this is an individ- 
ual utterance, but it expresses, in substance, the sentiments of a large 
majority of the members of the railroad labor board,’’ was justified by 
formal action of the board taken in its resolution of July 3, 1922, which 
stated, among other things, as follows: 

“Be it further Resolved, That the employes remaining in the 
service and the new ones entering same be accorded the application 
and benefit of the outstanding wage and rule decisions of the railroad 
labor board until they are amended or modified by agreements with 
said employes, arrived at in conformity with the transportation act or 
by decision of the board; and, 

“Be it further Resolved, That if it be assumed that the employes 
who leave the service of the carriers because of their dissatisfaction 
with any decisions of the labor board are within their rights in so 
doing, it must likewise be conceded that the men who remain in the 
service and those who enter it anew are within their rights in accept- 
ing such employment, that they are not strikebreakers seeking to 
impose the arbitrary will of an employer on employes, that they have 
the moral as well as the legal right to engage in such service of the 
American public to avoid interruption of indispensable railway trans- 
portation, and that they are entitled to the protection of every depart- 
ment and branch of the government, state and national.”’ 

It must be understood that any proposal that employes now on 
strike shall be permitted to return to the service without impairment 
of their seniority is merely another way of suggesting that these men 
who took employment in this crisis in good faith, relying on the 
promises of the railroads to protect them in their positions, these 
promises being justified by the authoritative utterances of the labor 
board, and thus have made possible the continued operation of the 
railroads, shall now be sacrified in favor of men now on strike who 
not only brought about the crisis but by their own action and decla- 
ration are no longer employes of the railways under the jurisdiction 
of the United States railroad labor board or subject to the applica- 
tion of the transportation act. , 

In addition to the necessity of upholding the labor board and 
maintaining the pledges made by the railroads to the men now at 
work there is the practical effect upon the supervisory officers of a 
violation of the pledges they were authorized to make. Their discour- 
agement and demoralization would be far more disastrous than this 
or any other strike. 

Much harm has already been done by repeated publication of 
rumors in recent days that the loyal men and the new men are to be 
sacrificed to the strikers. This has discouraged new men from accept- 
ing employment in as great numbers as would come forward if certain 
that the pledges given would be fulfilled. Such published rumors only 
delay the complete collapse of the strike. 

In view of the above, it is submitted that the striking former 
employes cannot be given preference to employes at present in the 
service without doing violence to every principle of right and justice 
involved in this matter and without the grossest breach of faith on 
the part of the.railroads to the men at present in their service. 

Under these circumstances it becomes apparent that the railroads 
cannot consider any settlement of the present strike which does not 
provide protection in their present employment, both to the loyal 


employes who remained in the service and to the new employes 
entering it. 


SHOPMEN ACCEPT HARDING PLAN 


The leaders of the striking railroad shopmen at a meeting 
in Chicago August 2 voted to accept the strike settlement plan 
proposed by President Harding and rejected by the railway 
executives at their meeting in New York the day before. There 
are some interpretations, however, in their acceptance. President 
Harding was apprised of acceptance by the shopmen’s leaders 
in a telegram. 

Timothy Healy, president of the stationary firemen and 
oilers’ union, the only other shop craft organization on strike, 
later announced that his organization would concur in the action 
of the representatives of the six shop crafts. 

Following its promise to E. F. Grable on July 4, that in 
case the railway maintenance of way men would abandon strike 
action, prompt hearing would be given the wage and rule dis- 
putes involving this organization, the Labor Board adopted 
resolutions on August 2 to begin hearings August 8. 

These disputes are on forty-three roads, each of which has 
waived its right to a thirty-day notice before submission of 
the case. 

On August 2 representatives of the various shop crafts 
now employed on the Atchison, Topeka & Santa Fe adopted 
the following resolutions which were embodied in a telegram 
sent to Chairman Hooper: 





We the undersigned duly elected representatives of the Santa Fe 
Supervisors’ Association, the associations of the various shop crafts 
and that of the stationary firemen, oilers and stationary engineers. 
representing approximately seven thousand three hundred emploves 
on the Atchison, Topeka & Santa Fe Railway System, are appealing 
to you for full protection of our senority rights, which we confidently 
expect you will give because of the assurance given in resolution 
of July 3 by the United States Railroad Labor Board and by the 
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expressions made by the President in his speech delivered at Marion, 
Ohio, the views of those we represent are set forth in the following 
resolutions which we trust will be given the consideration that ex- 
pressions of loyal American citizens should always receive when re- 
sponding to the call to duty by their President or his representatives; 

Whereas, the United States Railroad Labor Board, after gathering 
all evidence obtainable from all railway employes, and, whereas, 
this decision was concurred in by all members of the Board excepting 
those of the group representing labor, and, whereas, Mr. Jewell, 
president of the Railway Employes’ Department of the American Fed- 
eration of Labor with less than 48 hours’ notice ordered a strike of all 
members of the crafts, and, whereas, this man Jewell and his ad- 
visers refused to meet the board and representatives of teh rail- 
roads on Friday, June 13, preceding the strike or to make a move or 
suggestion that might avert or postpone the strike and thus flaunted 
his and their contempt of a legally constituted board representing 
the government and the people of the United States and, whereas, 
the Labor Board after doing all in its power to prevent or postpone 
the strike invited all loyal American citizens to stand by the govern- 
ment and promised all men accepting employment protection and 
seniority in their positions, this promise being ratified and ap- 
proved by the president of the United States and the executive 
officers of the various railroads of the country and, whereas, the 
members and officers of the several crafts have openly thereatened 
to run out of the various shops all men now employed therein, in- 
cluding foremen when they (the crafts) returned to work and, 
whereas, these threats linked with the press reports of peace being 
near has been the means of keeping the minds of the men in fear 
and uncertainty , thus keeping many men from returning to work 
and, whereas, we have reason to believe that this is the only motive 
that actuates the strike leaders in putting out this ‘‘peace;”’ 

Be it resolved by the men employed in the shops of the Santa 
Fe Railway that having confidence in the promises of the Labor 
Board backed by the president of the United States and believing 
them incapable of permitting any organized force to deprive men 
who had been loyal to the government in this great crisis of the 
right of employment retained or accepted under such solemn prom- 
ises as were made to the men now working on American Railroads, 
therefore be it further resolved that a failure upon the part of our 
government to redeem the promises made would be a betrayal of the 
men who remained loyal because of the belief so frequently expressed 
by government representatives that the crafts were striking against 
a decision of a government board and would destroy all faith in 
government. 


Text of Shopmen’s Reply 


Following is the text of the reply of the striking. railroad 
shopmen to President Harding’s proposed settlement plan: 


Your terms of agreement for settling the present con- 
troversies between the railroad managements and employes, as 
embodied in your telegram under date of July 31, 1922, has been 
presented to a meeting of the general conference committee, 
held in Chicago, and acted upon as follows: 

The representatives of the employes feel themselves under 
obligation to support every proper effort on the part of the gov- 
ernment to bring about or to preserve the uninterrupted opera- 
tion of the tansportation industry. The stubborn refusal of the 
railway executives to establish a Board of Adjustment, as con- 
templated by law, in order to settle efficiently disputes over 
rules and working conditions between the carriers and their em- 
ployes; the continued refusal of railways, representing over a 
quarter of the mileage of Class 1 railroads, to comply with the 
decisions of the Railway, Labor Board against the practice of con- 
tracting out work and shops; the persistent campaign to deny to 
the railway employes just and.reasonable wages; to impose upon 
them unfair working conditions and to disintegrate their organ- 
izations, all in cumulative effect rendered .service by railway 
employes under the terms and conditions to be efféctive July 1, 
1922, intolerable to over 95 per cent of these employes, who, 
therefore, voted to suspend work. 

It is now proposed that they return to work, temporarily 
accepting wages and working conditions which they feel to be 
unjust, with reliarce upon the following program for redress of 
grievances: 

First, railway managers and workmen are to agree to rec- 
ognize the validity of all decisions of the Railroad Labor Board, 
— - faithfully carry out such decisions as contemplated by 

e law. 

The employes have always taken the position that as long 
as they continued to render service they should abide by the 
rules and working conditions and accept the wages agreed upon 
by proper negotiation, or determined by the Labor Board after 
a hearing of a dispute upon any of these matters. They re- 
spectfully point out again that violations of law, and refusals 
to comply with decision of the Labor Board have been exhibited 
only by the railway managements and that it has been univer- 
sally admitted that the employes, in exercising their right to 
suspend work under non-acceptable conditions, were neither 
violating the law nor the decisions of the Board. 

We understand that the recognition of “the validity of all 
decisions of the Railroad Labor Board * * * as contemplated 
by the law” means, for example, that in the case of the Pennsyl- 
vania Railroad all employes will return to work under the wages 
and working conditions established in the decisions of the Labor 
Board and that the sole question of “validity” pending is the 
authority of the Labor Board to determine as in decision No. 218, 
the method of selecting accredited representatives of the em- 
ployes, assuming that the railroad has appealed from the deci- 
sion of the United States Circuit Court of Appeals, which sus- 
tained the action of the Labor Board. 

“Second, the carriers will withdraw all lawsuits growing out 
of the strike, and Railroad Labor Board decisions which have been 
involved in the strike may be taken, in the exercise of recognized 
rights by either party, to the Railroad Labor Board for rehear- 
ing. 

It is our understanding that the representatives of the em- 
ployes, upon seeking a rehearing of the controverted decisions 
concerning wages and working conditions, will be afforded a 
prompt rehearing and decision by the Labor Board. We assume 
also that the practically unanimous action of the employes in 
electing to suspend work and in continuing this suspension under 
the sanction of, and in accordance with the laws of, their national 
organizations, has ended any captious questioning as to who are 
the properly accredited spokesmen of the vast majority of rail- 
way employes. We desire to call attention to the orderly and 
disciplined conduct of these employes under difficult conditions 
which has demonstrated the indispensable value of their national 
organizations in aid of the effective adjustment of controversies 
and the efficient conduct of the industry. 
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“Third, all employes now on strike to be returned to work and 
to their former position with seniority and other rights unimpaired, 
The representatives of the carriers and of the organizations especially 
agree that there will be no discrimination by either party against 
the employes who did or did not strike.’’ 

We are glad to observe that the obvious justice of this proposition 
has been accepted. It would certainly be a wholesale injustice of 
unparalleled extent, if hundreds of thousands of experienced men 
who have given four to forty years’ service, and whose value to 
the transportation industry is proportioned to the length of their 
service, should be placed in a position of inferiority to a limited num- 
ber of men who have been employed as substitutes for these experi- 
enced railroad workers. The demand that such a wrong should he 
perpetrated, as a penalty against men who have exercised a funda. 
mental and admitted right not to render service under non-acceptable 
conditions was so unfair that we could not believe it would receive 
the sanction of any impartial judgment. 

We understand the language ‘‘all employes now in strike”’ to in. 
clude all employes who hold seniority rights under the rules agreeg 
upon between the carriers and the organizations of employes or as 
promulgated by the United States Railroad Labor Board. 

It should be understood that in acting favorably upon these pro- 
posals for settlement of the pending controversies, the representatives 
of the organized employes fee] that they are making concessions and 
sanctioning sacrifices on the part of the employes which entitle them 
to the highest sacrifices on the part of the employes which entitle 
them to the highest consideration and to recognition as law abiding 
American citizens, who are ready and willing to do all in their 
power, even beyond that which is strictly reasonable, in order to 
promote industrial peace and to further the uninterrupted flow of 
the commerce of the Nation. 

We see evidence of little sacrifice required on the part of the 
managements to whom like proposals have been submitted. They 
will suffer no loss in abandoning a host of futile lawsuits, com- 
plaining of wrongs which have never been committed. It is under- 
stood that the Labor Board must confirm its previously announced 
position, and that the railways must abandon the condemned prac. 
tice of contracting out work and shops and restore the employes 
to their former status. It should be noted that this practice is not 
only a violation of the Transportation Act and of the decisions of 
the Board, but, as shown by many decisions of the courts, is a viola- 
tion of the charter obligations of the railroads and would have been 
unlawful without the passage of the Transportation Act or any action 
by the Labor Board. 

We understood that an effort will be made to insure the set- 
ting up of a Board of Adjustment, but inasmuch as such a Board 
ean function effectively only with the full co-operation of both 
managements and employes, we can look merely with hope, and 
not with certainty for the establishment of this “essential part 
of the machinery to decide disputes between the carriers and their 
employes.” In the meantime, upon advice from you of the ex- 
pressed acceptance of your terms of agreement contained in your 
telegram of July 31st, by all carriers, we will take the responsi- 
bility of directing the employes to return to work, and upon 
the confidence that by action of the Labor Board upon rehearing 
of the recent controverted decisions a delayed justice will be ren- 
dered to the employes in the matter of wages and working condi- 
tions. 

We should certainly assume that the railway executives in 
their own obvious interest eventually will accept the proposals 
made, unless their counsels are dominated sufficiently by anti- 
labor forces to resist even the pressure of public opinion exerted 
thru your high office and to carry on to the bitter end a nihilistic 
policy of attempting to destroy the self-respecting, democratic 
institutions of organized labor. We can-hardly believe that such 
a counsel of folly will finally prevail within the railroad manage- 
ments. It therefore appears that upon the organizations of 
railway executives and employes rests the immediate responsi- 
bility of serving the public interests in bringing about a resump- 
tion of efficient operation of the railroads. Under pressure of thts 
responsibility, we have voted by the requisite constitutional ma- 
jority to accept the terms of agreement which you have sub- 
mitted to us. We accept reluctantly, it is true, but commit our- 
selves to carry out the terms of settlement in utmost good faith 
and in aid of the general welfare. If these proposals fail to bring 
about the results which you desire, the responsibility of failure 
will not rest upon the representatives of the organized employes. 


BOSTON CHAMBER RESOLUTIONS 


Frederick S. Snyder, president of the Boston Chamber of 
Commerce, after a discussion of the subject by the board of 
directors, sent the following telegram July 26 to President Hard- 
ing concerning the proposed settlement of the railroad strike: 





The associated coal and railroad strikes are engaging the closest 
attention of the 7,500 members of the Boston Chamber of Commerce. 
Our various businesses are, and will be, increasingly affected. Rail 
service may be curtailed. Nevertheless, we believe the right determi- 
nation of the principles at issue in these two strikes is more important 
to us and to the entire public than the temporary avoidance of losses 
and the suffering of serious personal inconvenience. ‘ 

Today’s Washington dispatches indicate that political pressure is 
being brought to bear upon railroad executives to induce them to 
reinstate strikers, retaining for them their seniority rights. These 
rights, as exercised, are valuable to the railroad workers and are 
costly to the public, which pays for them in increased rates. Men 
who strike against the wage findings of a government tribunal 
expressly organized. for the purpose of settling wage questions and 
working conditions should not be permitted to retain these valuable 
privileges, which they have abandoned. 

Thcusands of men—more than one-half of the number who struck 
—have been replaced in New England. These new employes were 
engaged upon the express promise of permanent positions for all com- 
petent men. This promise was founded upon the public statements of 
the United States Railroad Labor Board. These promises must, we 
a we sacred, h 

railroad employes can strike in violation of the findings of the 
United States Railroad Labor Board and then secure through any 
governmental agency or authority their restoration to their positions 
with their former seniority rights and further secure the discharge 
of men who have been employed in their stead, then we may expect 
that strikes will inevitably flourish, as a profitable labor speculation. 
Both the government and the public now stand flouted. The scale of 
wages rejected by the striking crafts is clearly above that existing, 
upon the average, in similar occupations in private industry. This is 
unfair to every other laboring man in the country. , 

We urge that mining operations be given the fullest protection, 
and that the findings of the Railroad Labor Board continue to be 
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sven the full backing of all federal authorities. We believe the 
public will accept the present losses and inconvenience—which may be 
expected to increase—as far preferable to establishing the precedent 
of bowing to organized refusal to accept fair wage rates, duly estab- 
ished by competent governmental authority, and upon which board, 
the public, the employes and the railroads are all represented. 

In doing this, they will rebuke the attempt to enforce excessive 
wages through intimidation and violence. We urge that any settle- 
ment made protect both the loyal employes who remained on duty 
and the new employes who courageously took over the abandoned jobs, 
and so kept our trains running. We believe that the determination of 
the vital issues involved should be settled now—not by compromise, 
hut by adherence to sound principles. 


CHANDLER SPEAKS OUT 


President W. H. Chandler, of the National Industrial Traffic 
League, July 31 sent the following telegram to T. DeWitt Cuy- 
ler, chairman of the Railway Executives’ Association, with copy 
to President Harding: 


If, as the morning papers indicate, the President is urging the 
carriers to back down with respect to the seniority question, I urge 
you and all other executives, in. the name of The National Industriai 
Traffic League, to show the people of the country that you have the 
moral courage to refuse to stultify yourself. This question will 
have to be met some time, and unless the issue is squarely faced now, 
it will be immeasurably harder to meet it in future. How can you 
defend your action if you recede from the stand taken and abandon 
those who in good faith have accepted positions made vacant by 
the strikers with the assurance that they would be retained in your 
service? Could you in future expect to have any confidence placed 
in your promises, if you do this? There are some things in the world 
more important than political expediency. One of those things is 
the confidence of one’s fellow men. This quesiton is now one be- 
tween men and men, and I am astonished that the administration 
does not see it in that light. Now can it justify its stand with 
those who have accepted the Labor Board decision in good faith? 
It has been intimated to me that it is possible the situation will 
be put before you in a way that will indicate the probability of gov- 
ernment operation of the roads if you refuse to reinstate the strikers. 
Iam not sure that this is so, but I am sure the people have had 
a fill of government operation, and will stand for no more of it. 
I know the pressure is great, but you have the people back of you, 
and they will support you if you stand firm for what is the honorable, 
right, and only decent thing to do. Won't you kindly read this at 
your meeting tomorrow? 


President Chandler’s message to President Harding said he 
believed his message to Mr. Cuyler expressed, very largely, the 
sentiment of the people. 


LEAGUE COUNSELS FIRMNESS 


The president and secretary of the National Industrial Traf- 
fic League sent the following to members: 


_ T., DeWitt Cuyler, chairman of the Association of Railway Execu- 
tives, after a conference with President Harding, at Washington, 
July 27, announced that the railroad executives will meet at New 
York City next Tuesday, August 1, to consider a plan for settling the 
shopmen’s strike. 

If the railway executives agree to restore the seniority rights to 
the shopmen now on strike on condition that they will return to 
work it will be a serious mistake. It is apparent that any weakness 
shown at this critical time will result in greater difficulties being 
encountered in the future. It is extremely important that all members 
of the League immediately advise, by wire, the executives of the rail- 
roads serving their particular territory, to stand firm against a sur- 
render on this point—namely, the restoring of seniority rights to the 
striking shopmen. 

The situation is critical. As the time is short, prompt and vigor- 
ous action on the part of the shipping public is necessary. 


As a matter of information and for the guidance of mem- 
bers, the circular quoted the telegram which President Chandler 
addressed on July 25 to President Harding. This telegram was 
published in The Traffic World. 


WESTERN ROADS ISSUE STATEMENT 


The following statement was issued August 3 by the West- 
etn Presidents’ Committee on Public Relations: 


Despite widespread rumors of a settlement of the railway 
shopmen’s strike prior to the action of the executives at New 
York and on a basis which would ignore the rights of loyal 
employes and involve the discharge of the new men who have 
een hired to take the place of strikers, all of the western roads 
whose headquarters are in Chicago today reported a steady in- 
crease in the number of men at work in their shops during the 
wal two days of August when these rumors were being circu- 

Eight days ago, on July 25, the western roads had 44,501 
employes in their shops. Yesterday, August 2, they had 59,760 
po at work, an increase of 15,259 men. During this period the 
—, increase in the number of men returning to work or being 
Ired by the western roads has been steady, ranging between 
1600 and 2,000 men per day. 

The reports of these roads also show that the strike is having 
Practically no effect upon the ability of the carriers to render 
adequate freight and passenger service, all of the roads report- 
ing that they are handling freight traffic currently and that the 
operation of passenger trains continues normal. The fact that 
practically all of the western roads have been able to meet their 
pau demands has resulted in the careful selection of new em- 
poyes, the roads accepting only those men who give satisfac- 
'y indications of becoming permanent and useful employes. 





Maintaining a Washington office or even going 

fre means a heavy expense. We serve in the capacity 

of a confidential representative for subscribers to the 
Daily Traffic World. 


COAL DISTRIBUTION PLAN 


The Trafic World Washington Bureau 


Henry B. Spencer, federal fuel distributor, August 2 an- 
nounced his organization and plan for the distribution of coal 
while the strike emergency lasts. Perhaps the most startling 
feature of the plan is that each governor’s committee is to be- 
come financially responsible for payment for all coal shipped 
into the state by putting up an advance bank deposit to cover 
coal shipped. That depository will be expected to honor sight 
drafts with weight certificate, car number, and other papers 
attached. After the coal gets into the state the governor’s com- 
mittee is expected to distribute it. Mr. Spencer said a sole 
consignee should be appointed to receive it and that he would 
be allowed to reconsign for distribution purposes, according to 
the rotation of public necessity, to public utilities and public 
institutions, household use, industries manufacturing public ne- 
cessities, and, finally, industries in general. 

The organization consists of Spencer’s staff, composed of 
men to take care of railroad fuel, tidewater coal, New England 
and eastern district, lake coal, which will be handled by the 
Coal and Ore Exchange at Cleveland, southwestern region, 
southeastern region, a manager of orders, and representatives 
of the Geological Survey, the Navy, the American Railway 
Association and the Interstate Commerce Commission. To sit 
with that staff will be the coal operators’ advisory committee, 
headed by C. E. Bockus. District offices have been established 
at Norton, Va., Bluefield and Huntington, W. Va., Knoxville, 
Louisville and Birmingham, manned by representatives of the 
distributor, the Commission, operators and railroads. 

Until this organization is completed, operators will continue 
their ordinary business, subject to the execution of orders from 
priority buyers created by Service Order No. 23, until coal 
orders from the distributors absorb the total output of their 
mines. 

Orders or requisitions from governors’ committees are to 
be sent to Spencer after the committees have collected data 
as to the needs in each category of preferred users, have made 
a list of those who should receive priority coal for current use, 
in the order of the emergency of their need, the nature of the 
consumer, whether a public utility or what-not, the character 
of coal needed, including the source from which he had been 
getting it, name of operator with whom he does business, if 
in the present producing field, weekly requirements, and num- 
ber of weeks’ stock he has on hand. They will have to be sent 
in terms to be hereafter prepared by Spencer. Mr. Spencer 
will transmit them to the district committees, which will des- 
ignate the mines from which they are to be filled. The rep- 
resentative of the Commission on the district committee will 
then, on recommendation of the coal distributor’s representative, 
tell the railroads where to place cars for loading. 


With regard to prices, the announcement said: “The dis- 
trict committees will specify the mines from which the coal 
shall be shipped. The representative of the federal fuel dis- 
tributor will, subject to a guaranty of payment, which shall be 
satisfactory to the mine operator, with due regard to the Hoover 
fair price, allocate such orders to the various mines in the 
district.” The Commission man will have nothing to do with 
that price regulation, issuing its order, however, only on the 
recommendation of the district distributor. 

Following is the organization plan in full: 


ORGANIZATION. 


(1) The President’s fuel distribution committee, consisting of 
Secretary of Commerce Hoover, chairman; Attorney General Daugh- 
erty, Secretary of the Interior Fall, Commissioner Aitchison, Inter- 
state Commerce Commission; Federal Fuel Distributor Spencer. 

(2) The federal fuel distribution will be set up in Washington 
for the purpose of directing the distribution of available supplies 
among the railways, federal institutions and states, consisting of an 
administrative committee, as follows: 

' H. B. Spencer, federal fuel distributor, chairman. 

Staff: Samuel Porchor, railroad fuel; LeBaron S. Willard, 
tidewater coal; J. N. Snider, New England and eastern; C, E. 
Tuttle, lake coal; Geo. F. MacGregor, southwestern region; E. M. 
Durham, Jr., southeastern region; E. W. Thornley, manager of 
orders: F. G. Tryon, geological survey; Lt. Com. E. A. Cobey, 
U. S. Navy (S. C.). 

Coal Operators’ Advisory Committee: C. E. Bockus. chairman, 
Virginia; E. E. White, Southern West Virginia; E. C. Mahan, So. 
Appalachian; E, L. Douglas, Eastern Kentucky; Wm. J, Magee, 
high volatile district of Southern West Virginia; Geo. R. Francis, 
Pennsylvania. 

M. J. Gormley, American Railway Association. 

J. C. Roth, Interstate Commerce Commission. 

D. R. MacLeod, Secretary to the Committee. 

(3) Creation of district committees in the principal produc- 
ing districts east of the Mississippi for the purpose of distributing 
orders from the federal fuel distributor among the mines, con- 
sisting of a representative of federal fuel distributor, Interstate 
Commerce Commission, coal operators, railroads. 

District headauarters have been established as follows: 

Norton, Va. 

District Coal Committee. 

Coal Districts: 

All Virginia except Pocahontas District. 

Bluefield, W. Va. 

District Coal Committee. 

Coal Districts: 

Pocahontas, 
Winding Gulf, 
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New River, 
Tug River, 
Virginian. 
Huntington, W. Va. 
District Coal Committee. 
Coal Districts: 
Kanawha, 
Logan, 
Williamson, 
Big Sandy. 
Knoxville, Tenn. 
District Coal Committee. 
Coal Districts: 
Fields in Southeastern Kentucky outside of Harlan 
and Hazard. 
All mines in Tennessee. 
Louisville, Ky. 
District Coal Committee. 
Coal Districts: 
Harlan, Hazard and Western Kentucky fields on L. 
& N. and I. C. railroads. 
Birmingham, Ala. 
District Coal Committee. 
Coal Districts: 
All mines in Alabama. 

Pending the completion of this organization, three interme- 
diate stages will ensue: 

(a) Continuation of their normal ordinary business by the 
operators. 

(b) Priority buyers in accordance with I. C. C. Service Order 
No. 23 will gradually encroach upon operators’ business. 

(c) Coal orders placed through the federal fuel distributor 
for railway purposes and state committees will gradually absorb 
the total output of the mines. 

(4) Creation of a fuel committee by each governor, the orders 
from whom will be sent to the federal fuel distributor at Wash- 
ington and thence out to the district committees, and the gov- 
ernors have been asked to create organizations in each state 
with the following duties: 

(a) To report at once the consumption of coal in their state 
in the different categories—utilities, household, industries, ete. 

(b) To furnish a statement showing: 

1. A list of those who should receive priority coal for cur- 
rent use, not for storage, in the order of emergency of their need. 

2. Nature of consumer, whether public utility or.what not. 

3. Character of coal required, including source from which 
consumer previously obtained his supply. 

4. Name of coal onerator with whom he does business if in 
the present producing field. 

5. Weekly supply needed by such consumer. 

6. Number of weeks’ stock he now has in hand. 

(c) To set up a single consignee in each state on behalf of 
all coal shipped into that state on orders from the governor’s 
committee, through the federal fuel distributor. The governor’s 
committee will become responsible for payment for all coal 
shipped into the state and will put up advance bank deposit to 
cover same, which depository will honor sight draft with weight 
certificate, car number, etc., this being practically an F. O. B. sale. 

(d) The governor’s committee will distribute coal made 
available to him according to their judgment of the respective 
needs in the state, and is at liberty to reconsign or to move 
coal after it has reached points in the state. 


The governors would naturally proceed in this distribution 
according to the rotation of public necessity: 

1. Public utilities and public institutions. 

2. Household coal. 


3. Industries manufacturing public necessities. 
4. Industries in general. 


(e) In order to effect proper distribution, governor’s com- 
mittees will find it advantageous to secure the co-operation of 
the wholesale and retail dealers within their states. 


(f) Governor’s committees are entirely responsible for the 
prevention of profiteering and extortion in the sale and distribu- 
tion of coal within their states. 


(gz) The governor’s committees will furnish written orders 
to the federal fuel distributor in terms to be prepared. 


(5) Federal government fuel orders will be given by the 
co-ordination committee and will pass through the federal fuel 
distributor to the district committees. 


(6) Shipments of coal by the lakes to the states of Minnesota, 
North Dakota, South Dakota, Northrn Wisconsin, Northern Michi- 
gan and Canada, shall operate through the Ore and Coal Exchange 
of Cleveland. Orders for such coal on contracts in existence will 
come through, or be approved by, the federal fuel distributor to the 
district committees. It is the purpose to inaugurate a regular 
weekly movement of coal to this trade. The division of such 


coal between states or receiving points must be indicated from 
the federal fuel distributor. 


(7) Coal operators will continue to function individually in 
respect to filling their ordinary business or priority orders that 
may come to them under the I. C. C. service order No. 23 until 
such time as orders that have been received by the district com- 
mittees from the federal fuel distributor supplant their capacity. 


Upon receipt of orders for coal from the federal fuel dis- 
tributor in Washington the service agent of the Interstate Com- 
merce Commission on the district committee will issue an order 
upon the recommendation of the representative of the federal 


fuel distributor to the railroads to place the cars for the coal 
shipment. 


This order will be delivered to the representative of the 
railway on the district committee for transmission to the proper 
officer of the railway for execution. 


The district committee will specify the mines from which the 
coal shall be shipped. The representative of the federal fuel 
distributor will, subject to a guarantee of payment which shall 
be satisfactory to the mine operator, with due regard to the 
Hoover fair price, allocate such orders to the various mines in the 
district. This order shall be made in quadruplicate, original 
issued to the shipper, duplicate to the federal fuel distributor, 
triplicate to the governor’s committee, and quadruplicate retained 
for district committee's file. 


Representative of the railroads on the district committee will 
report to the service agent of the Interstate Commerce Commis- 
sion the number of cars shipped daily under, the order. 

The district committee will report to the federal fuel dis- 
tributor at Washington shipments made. ‘ 

(8) Distribution of fuel for the railroads will be gradually 
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concentrated in the hands of a railroad coal committee, com- 
posed of coal buyers from the different railway group. 
Railway Coal Committee, 
B. P. Phillippe, chairman, representing Eastern Group, 
A. E. Clifford, representing Western Group. 
F. H. Fechtig, representing Southern Group. 
W. G. O’Fallon, representing Southwestern Group. 
This committee will sit in Washington 718 18th street N. W.) 
and the needs of the different railroads with respect to coal 
will be checked and passed upon by it and applications for emerg- 
ency coal for railroad use will be made to it for action by the 
federal fuel distributor. 


Revision of Plan 


A revision of the plan for distributing coal, which, however, 
it is said, will not materially change the modus operandi that 
the user of coal must observe for getting some of his require. 
ments filled, is under way in the Spencer committee. The organ- 
ization and plan put out August 2, it was said, would not work 
exactly as expected, hence the determination to make a revision, 

C. E. Tuttle, in charge of shipments for states receiving 
coal through Lake Superior docks, August 3 announced tentative 
plans for getting coal up the lakes. In part he said: 


The plan, as tentatively outlined, contemplates the appoint- 
ment, by the governors of states receiving their coal supply via 
lake, of committees whose duties will be to see that whatever 
coal is made available to them is properly distributed among 
consumers in the order of their necessity. It is expected that 
these committees will co- operate with the dock operators and 
distributors in order to effect proper and intelligent distribution, 

It is my purpose, so far as possible, to facilitate the pro- 
curing and movement of lake coal along the lines of usual prac- 
tice, and it is not the intention to interfere with arrangements 
already made for coal for lake shipment, but further to devise 
means to expedite its shipment and movement and augment this 
tonnage through emergency measures. 

To prevent unfair discrimination as between states or dis- 
tricts, I expect to appoint an assistant or deputy in the north- 
west who shall make recommendations upon applications from 
the various state committees as to the propriety of the applica. 
tions. To prevent duplication and dislocation of the coal that is 
available, it will be necessary for the dock operators to make 
applications for the shipment of specified tonnages, stating in de- 
tail for whom the coal is intended, giving its class, etc., and 
also stating what arrangements, if any, have been made for the 
coal. If this application is approved by the state committee it 
must then be approved by the northwestern representative of 
the Presidential Fuel Distribution Committee and forwarded to 
H. M. Griggs at the Ore and Coal Exchange, Ceveland. The job 
from that point handled by administrative committee until after 
shipment of the coal and after its arrival at the receiving lake 
docks. It is then expected that the state committee will see 


— the coal is distributed in accordance with the most urgent 
needs. 


Appointment of Spencer 


Announcement was made July 28 of the appointment by 
President Harding of Henry B. Spencer as temporary federal 
fuel distributor pending development of the situation with 
regard to coal distribution under the direction of Secretary 
Hoover. Mr. Spencer will be the administrative member of 
the Presidential Fuel Distribution Committee. He was formerly 
vice-president of the Southern Railway, general purchasing agent 
of the Railroad Administration during the war, and had charge 
of national coal distribution after the dissolution of the old Fuel 
Administration. 

The governors of the following states have undertaken to 
erect the necessary administration to control profiteering and 
distribution of coal within their states: Ohio, Indiana, Illinois, 
Michigan, Wisconsin, North Dakota, Minnesota, Maine, Massa- 
chusetts, New Hampshire, Connecticut, Rhode Island, New York, 
New Jersey, Maryland, Pennsylvania, West Virginia, Iowa, Okla- 
homa, Florida, Kentucky, Tennessee and Louisiana. Kansas has 
already an establishment under its industrial court. It is not 
considered necessary to establish coal control in the inter- 
mountain and Pacific states, as they have supplies of coal and 
fuel oil. 

The following have so far been designated as members of 
the advisory committee of operators from the producing coal 
districts under the chairmanship of C. E. Bockus of New York, 
representing Virginia; E. L. Douglass of Kentucky, George S. 
Francis of Pennsylvania, E. C. Mahan of Tennessee, W. J. 
Magee of West Virginia, E. White, West Virginia, and C. E. 
Tuttle, to advise as to lake and northwest movement, and Le 
baron S. Willard, both of New York, to advise on bunker and 
tidewater movement. 

The plan for the distribution of coal, formulated by the 
Presidential Fuel Distribution Committee has been communicated 
to the governors of states in which the Washington administra 
tion expects the governors to set up organizations for the dis- 
tribution of the available coal. The central thought in the plan 
is that the authorities in each state should ascertain the local 
needs and take such necessary steps as may be possible to 
supply those needs. The object was de-centralization, said Sec- 
retary Hoover, the moving spirit in the creation of a relief 
organization. 

Another fact in ‘connection with the plan is that the Inter 
terstate Commerce Commission is not to be considered as 4 
fuel distributing agency. In fact, the Commission is not mel 
tioned in the plan. In issuing its two service orders, Nos. 22 
and 23, the Commission did all that has been considered neces: 
sary, up to this time, to assure the movement of coal in the 
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largest possible volume over the railroads reaching the mines 
that are in operation, or likely to be placed in operation. The 
language of its orders is broad enough to relieve every railroad 
in the country that may find itself embarrassed, by ordinary 
freight, in its efforts to handle coal. At the time the plan for 
coal disrtibution was sent to the governors the issuance of 
further service orders of nation-wide application was not con- 
sidered at all probable. 


Plan Sent to Governors 


A summary of the plan sent the governors by Secretary 
Hoover, showing the principles embraced within it, made pub- 
lic by Secretary Hoover, is as follows: 


The federal government will limit its activities in coal distribution 
entirely to interstate questions. Mr. Spencer has been appointed fuel 
distributor, not fuel administrator, because the federal distribution is 
concerned with coal distribution between the different states, not with 
coal administration in the sense of the war organization. 

The control of coal distribution to individual consumers within the 
state boundaries is entirely in the hands of state authorities except 
for railway coal. 

The methods of handling coal for railways responsible to the 
Interstate Commerce Commission will be determined directly from 
Washington in maintaining interstate commerce. 

Distribution problems vary in different groups of states; that is, in 
New England, Middle Atlantic, Southern, Middle West, Northern Lake 
States, Intermountain and Pacific States. The last two groups are 
able to look after themselves and are not now embraced in active 
administration. 

Each state outside the latter groups has been requested to canvass 
its situation as to stocks and requirements in order of the priority in 
different classes—public utilities, public institutions, households and 
industrial coal. 

Each state has been asked to make such rules and regulations as 
it may see fit to control speculation and distribution within the 
boundaries of the state. It has been suggested that the co-operation 
of their state wholesale and retail coal dealers’ associations should be 
secured. The federal government has no authority and can exert 
none in this matter beyond moral pressure. 

Each state that must import coal from other states has been 
asked to create a central state agency or committee for the purchase 
or guarantee of purchases of coal that may be imported into the state 
from other states or from abroad, all coal to be consigned to an agency 
designated by the state. By this arrangement a great deal more 
mobility is given the state authorities in shifting coal to meet its local 
emergencies. Furthermore, this arrangement will remedy the finan- 
cial impossibility of asking coal producers to ship to strange con- 
sumers whose reliability must be established. The repudiation of 
coal during the last strike caused great losses and litigation. 

The federal fuel distributor will place these state central pur- 
chasing agencies or committees in contact with the coal producers in 
states of coal surplus and will undertake to see that coal is sold to 
the central purchasing agencies at a fair price. The state purchasing 
agencies will indicate the destinations within the states to which coal 
is to be shipped. 

The federal distribtuion will prorate the available supplies between 
states following the general basis of priorities declared by the Inter- 
state Commerce Commission. 

Where coal is already flowing through natural channels to prioritv 
concerns approved by the state agencies, it will continue, but it will 
form part of the state quota. 

The whole plan is one of complete decentralization into the hands 


of the state authorities, the federal agencies acting solely in interstate 
commerce. 


With a view to disarming critics who attacked the Fuel 
Administration during the war Secretary Hoover has avoided 
the use of any of the nomenclature of that period. In an- 
houncing the appointment of Mr. Spencer, who is now pres- 
ident of the Fruit Growers Dispatch, Mr. Hoover inadvertently 
referred to him as “coal administrator.” Later he corrected 
that and was at pains to point out that the latest organization 
is not to be a fuel administration, but a mere fuel distributing 
agency. To emphasize that point the name of the central com- 
mittee in Washington has finally been established as Presiden- 
tial Fuel Distribution Committee, although nothing has been 
done to indicate that it intends to do anything locking toward 
the facilitation of the distribution of fuel oil, the only kind of 
fuel, other than coal, mentioned in the Commission’s preference 
and priority service orders. 


One of the first acts of Mr. Hoover, as chairman of that 
committee, was to send out notice that bunkering of American 
ships at American ports would be to the nearest port on the 
Toute of the ship. That rule will go into affect August 1. For- 
eign ships will be expected to bunker at foreign ports for the 
round trip. That effort to compel foreign ships to bunker for 
the round trip grew out of the fact that, on account of Amer- 
ican orders for British coal, coal prices in the British isles are 
much higher than American coal in American ports. The 
British authorities, apparently, have not done anything to pre- 
vent rise in prices. Therefore, but for that restriction on bunk- 
ering for foreign ships at American ports, British ships would 
try to obtain American coal in American ports. 


C. E. Tuttle, representative of the presidential committee 
charged with getting coal up the lakes, held a conference with 
mine operators and shipping men from Cleveland. They have 
orders to fill and ships in which to forward, but no coal. They 
Were to meet again August 1. 

__ The one word of good cheer for the men who are to dis- 
tribute what little coal there is was that, in the week just 
rig the mines in western Pennsylvania opened under pro- 
ection of the police and militia produced coal at the rate of 
3.400 cars a day. 


Secretary Hoover said July 31 that the plan for curbing the 
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price of coal and for distribution of the available supply had 
been approved by all the operators producing coal. He said no 
reports had reached him of dissent from any of the coal pro- 
ducing districts. The representatives of the operators who came 
to Washington agreed to the plan subject to the approval of 
the operators in each district affected. 

Mr. Hoover said if the railroad strike were settled, and then 
the coal miners’ strike, it would be necessary to keep the coal 
distribution plan in operation for at least from sixty to ninety 
days after the settlement of the coal strike. He said he hoped 
the local committees in the coal producing areas would be func- 
tioning in the next 48 hours. 

The question of controlling the price of coal after it leaves 
the mines will be left entirely to the states, Mr. Hoover said. 


Spencer Opens Office 


A skeleton organization for the distribution of coal by the 
Presidential Fuel Distribution Committee was set up the last 
day of July by Mr. Spencer, who opened an office in the same 
building he occupied in 1919 when he was chairman of the gen- 
eral committee of the Railroad Administration charged with the 
distribution of coal in the crisis caused by the general coal strike 
of that year. Before he got his office furniture settled or his 
telephones installed, Mr. Hoover called to talk about the work 
the committee has undertaken. 

About the time Mr. Spencer came into the building where 
his office as coal distributor was established, a stream of men 
holding the opinion that the industries represented by them 
were entitled to coal right away began occupying chairs outside 
his office. They came because they did not know how otherwise 
they might obtain coal. They came because the state committees 
which are supposed to compile and co-ordinate the demands for 
fuel in their states had not begun working and they knew of no 
way to obtain coal except by direct appeal to the presidential 
committee. 

At the time Mr. Spencer opened his office the distribution 
scheme had not been definitely determined. The thought was 
that the governors’ committees would function and pass on the 
requisitions for fuel served on them by the citizens of each state. 
It seemed obvious, however, to those who came early, that much 
time would be consumed by the governors in getting under way 
and that, if they desired coal, they had better come to Washing- 
ton with a view to cutting out circumlocution. 

Coincidently with Mr. Spencer’s establishment of his offices, 
the railroads reestablished a central purchasing committee with 
B. P. Phillippe, of the Pennsylvania, in charge of purchases for 
the joint account of railroads that will have to depend, im- 
mediately, on efforts of the central committee for supplies of 
fuel. The committe will be composed of a man from each of 
the six big traffic districts east of the Missouri River. Some 
railroads are still fairly well supplied with fuel. Such, however, 
are few. 


While the Presidential Fuel Distribution Committee and the 
central purchasing cummittee of the railroads were setting up 
their organizations, requests for modifications of Service Orders 
Nos. 22 and 23 were coming to the Commission, one of the 
hardest drives being made by representatives of the American 
Petroleum Institute. Their desire was to have the words 
“petroleum and its products” substituted for the words “fuel oil” 
in Service Orders Nos. 22 and 23, wherever they occur, so that 
gas oil, kerosene, crude oil, and other commodities coming under 
the general classification of “petroleum and its products” would 
be in the classes of freight to which railroads suffering from any 
degree of disability to handle all traffic offered would have to 
give preference. 

Representations were also made in behalf of users of open- 
top equipment, such as sand, gravel, brick, rough lumber and 
stone, for a change in the service orders that would remit, for 
their use, flat or fixed bottom open-top cars, with sides higher 
than 36 inches, inside measurement. There was no indication, at 
the time this was written, that any changes were likely to be 
made in the immediate future. The disinclination was based on 
the assertion that, unless a railroad were unable to handle all 
traffic as offered, it would not be hampered in any way by the 
service orders; and that, if it were unable to handle the traffic 
when offered, it should be required to give preference in accord- 
ance with the Commission’s orders, to the end that it would haul 
the maximum amount of coal and other essential products. 

What most shippers desired to know was how a factory pro- 
ducing food or feed was to obtain its fuel. There was no answer 
to that except the suggestion of a railroad coal man. His idea 
was that a railroad might suspect that a car of coal billed “Swift 
& Co.” was to be used in operating a slaughtering plant and that 
it was under obligation to give it preference. The service orders, 
however, did not say preference should be given. In the event 
coal intended for such factories was delayed, speeding up could 
be obtained by resort to the Commission for an order directing 
the dispatch of coal to such a plant. 

One of the things understood, but not put forth as a fact, 
was that each state committee was expected to find out what 
food and feed factories have on hand a fair reserve of coal and 
see to it that such establishments are not given coal so long as 
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others are in a necessitous condition. Inquiries were set afoot 
by the departments of the interior and of commerce, early in the 
week, to ascertain where there are reserve supplies of food and 
fuel with a view to having the distribution made in such a way 
that the efforts of the state committees and the Presidential Fuel 
Distribution Committee will not go far astray as to result in the 
dispatch of fuel to plants and communities where there is not 
keen necessity for efforts out of the ordinary. 

On account of the probability of there being industries and 
communities that are comparatively well supplied with reserve 
supplies of food and fuel, the details of the distribution plan, it 
is understood, were left to be worked out later rather than under- 
taken coincidentally with the issuance of the service orders and 
the creation of the Presidential Fuel Distribution and state com- 
mittees. 

Actual coal distribution and how to accomplish it when the 
supply becomes greater, how to increase production by the more 
efficient use of railroad facilities were discussed at a meeting 
August 1 of a committee representing the operators whose mines 
are working, headed by C. E. Bockus of the Clinchfield Coal 
Company, H. B. Spencer, the Federal Coal Distributor, Commis- 
sioner Aitchison and others representing the Presidential Coal 
Distribution Committee. The reports they had before them indi- 
cated practically no alleviation of conditions in the mine fields 
in operation since the issuance of the Commission’s service or- 
ders designed to relieve railroads traversing them, from the duty 
of hauling traffic less essential than coal. 

A tentative plan looking toward distribution of the small 
production which is now the fact was adcpted to be laid before 
Chairman Hoover the next day. Among the suggestions under 
consideration was the modification of Service Order No. 23 so 
as to instruct the hampered railroads to give preference in the 
handling of coal intended for the plants that produce the com- 
modities which are included in the list of things to which the 
railroads are to accord preferred movement, if and when they 
cannot handle all the traffic offered to them. 

The railroads were satisfied with the order. Their repre- 
sentatives suggested no modifications. They figured that M. J. 
Gormley, the head of the car service division of the American 
Railway Asociation, if not hampered by individual preference 
orders. or by general orders purporting to give much detail, 
could take care of situations such as might arise through the 
inability or unwillingness of a railroad official to apply the rule 
of reason in moving traffic so as to comply with the necessities of 
the situation. The railroads desired to be relieved, where neces- 
sary, of observing routing instructions given by shippers and 
obeying the general rule of the law requiring them to handle 
freight, as offered, without discrimination against any class or 
classes, without being bound down by inflexible rules, which, by 
no stretch of the imagination could be made detailed enough to 
cover every possible situation, and if any attempt at detail were 
made, the attempt would result in disaster. 


COAL PRODUCTION REPORT 


“Returns on coal output in the seventeenth week of the strike 
(July 24-29) give the first test of the response to the invitation 
to reopen mines,” the Geological Survey said in its current coal 
production report. “There has been a slight recovery as com- 
pared with the sixteenth week. Production is running at the rate 
of 3,900,000 tons against 3,700,000 tons last week. The increase 
is due partly to more men at work in Pennsylvania, partly to im- 
proved car supply in southern West Virginia, and partly to 
heavier shipments from Alabama and the far west. Production 
of anthracite remains practically zero.” 

Continuing, the Survey said in part: 


Loadings on Monday, July 24, were 13,083 cars. This was 417 
cars above the preceding Monday, but 2,664 cars below the last 
Monday before the shopmen’s strike. On Tuesday and Wednesday 
loadings declined, but on Thursday a slight recovery was noted. 

It thus appears likely that the total output for the seventeenth 
week will be less than 4,000,000 tons. probably only 3,900,000 tons. 
In the lowest week of the strike, 3,575,000 tons were produced and 
in the highest week (June 19-24), 5,363,000 tons. The decrease 
since June is attributable to traffic congestion resulting from the 
shopmen’s strike. In the Middle Appalachian region, the congestion 
is still acute, although a slight improvement over last week has been 
reported from certain districts. 

Normal production at this season, including anthracite, is from 
9,500,000 to 12,000,000 tons. 

There is no indication of increased production in response to 
the invitation to reopen mines in any of the strongly organized dis- 
tricts. More coal is coming out of the former non-union fields of 
Pennsylvania, and a little more from the Fairmont and Kanawha dis- 
tricts of West Virginia, but the additional supply from these sources 
is not yet signficant in comparison with the requirements of the 
country. 

The number of unbilled cars at the mines continues to decrease 
and has reached the point where the tonnage is no longer an im- 
portant factor in the available supply. In the week ended July 22 the 
average daily number of unconsigned cars of bituminous coal was 
1,270 or about 63,500 tons. This includes all unbilled coal held by 
all carriers. 

The all-rail movement of anthracite to New England increased 
to 433 cars during the third week in July. Bituminous shipments, 
however, decreased to 445 cars. In addition to this movement through 
the rail gateways of Malbrook, Harlem River, Albany, Rotterdam. 
Troy and Mechanicsville, one car of anthracite and four cars of 
bituminous coal were forwarded through Rouses Point. 

Shipments of bituminous coal through Hampton Roads continue 
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to decline steadily. <A total of 294,563 net tons was dumped in the 
week ended July 22, against 355,993 tons in the week preceding, g 
decrease of more than 17 per cent. 

Lake shipments continued to decline during the week endeq 
July 23. A total of 144,952 tons was dumped over the Lake Erie 
piers, of which 126,150 tons were cargo coal, and 18,802 tons were 
vessel fuel. In the corresponding week in 1921, 766,436 tons were 
dumped. Shipments to Buffalo and other lower Lake Erie ports 
have practically ceased and but 961 tons were shipped to such 
points. Of the 4,200,151 tons of cargo coal dumped during the 
present season to date, 844,169 tons, or 20 per cent have been shipped 
to destinations not ordinarily taking Lake coal. 


GORMLEY ISSUES INSTRUCTIONS 


The Trafic World Washington Bureay 


M. J. Gormley, chairman of the American Railway Associa- 
sion’s car service division, has issued instructions to interested 
earriers (CSD-110) as to how they shall carry out the Com. 
mission’s Service Order No. 23. The chief point of interest in 
it, so far as shippers are concerned, is that all shipments of coal 
under class 2 (A) are on a parity, and are to be forwarded in 
sequence. That was made necessary because some roads were 
construing the order to mean that they must send all shipments 
for railroads ahead of cars for other users in that class. The 
other instructions are more pointedly for the guidance of oper. 
ating officials than of interest to users of coal. 





SERVICE ORDER MODIFICATIONS 
The Trafic World Washington Bureau 


The Commission expected to issue some modifications of its 
service orders August 4. One modification expected would direct 
the railroads to give priority in movement of coal intended for 
factories that produce commodities in the priority list, such as 
food, feed, live stock, perishables, coke, and fuel oil plants. The 
railroads have not considered themselves authorized to give 
priority to coal intended for such plants. 


The Louisville & Nashville July 28 took advantage of Serv- 
ice Order 23 by placing embargoes against all but the essential 
commodities named in that order on its branch lines between 
Norton, Va., and Corbin, Ky., including branches between Knox- 
ville and Cincinnati, between McRoberts and Winchester, Ky., 
between Nashville and Evansville, and between Russellville and 
Owensboro, Ky., including the Morganfield and M. & E. branches. 
It said those embargoes would not interfere with local move- 
ments of freight between Paris and Lexington, Ky., the Paris 
and Maysville, Lexington and Maloney, or Richmond branches. 
It placed a similar embargo against freight for points on or 
reached via the St. Louis division and branches. 

The Southern placed a like embargo on all except exempted 
freight for destinations requiring a road haul via the C. N. 0. 
& T. P., Alabama Great Southern, and New Orleans-Northeastern. 

The Chesapeake & Ohio modified its embargo so as to per: 
mit acceptance from connections and from all its own stations 
of all L. C. L. freight for all destinations. 


GOVERNMENT FREIGHT 


The Trafic World Washington Bureau 


With a view to having the government, as a shipper, render 
all possible help to the government as the regulator of transpor- 
tation and the distributor of coal, H. C. Smither, chief coordina- 
tor, in bulletin No. 7, supplement 11, through the Federal Traf- 
fic Board, has issued instructions to the heads of all departments 
and governmental establishments, designed to help the railroads 
carry out the requirements of service orders Nos. 22 and 23. 
They are as follows: 


First: Careful consideration must be given by all government de- 
partments and establishments to the actual necessity of movement 
of government commodities at this time. It may be possible to post- 
pone large shipments without inconvenience to the government, and 
while, of course, no mandatory order can be issued to govern all 
such cases, it is expected that careful study will be given each case, 
and the movement deferred as far as possible. ; 

Second: It is essential that there be no deviation from the in- 
structions laid down in Bulletin No. 7G of the Chief Coordinator, 
dated March 23, 1922, relative to movement of government tonnage 
by rail and water, and the routing instructions as given by the 
Federal Traffic Board will not be deviated from except by the carriers 
themselves, in accordance with the instructions given such carriers 
by the Interstate Commerce Commission. 

Third: In the movement of government tonnage in amounts 
where the regulations do not require reference to the Federal Traffic 
Board for routing instructions the official directing the movement 
of the shipment will observe the following: (a) As far as possible to 
move all such supplies by water; (b) Material that can not move Dy 
water as far as possible combine small shipments into carloads quan- 
tities, and; (c) Avoid routing shipments (other than coal) over the 
coal producing and carrying roads. . 

The Interstate Commerce Commission, in the above mentioned 
Service Orders. has designated certain classes of freight that. shall 
be given priority or preference in movement over all other classes 
of freight traffic. If conditions require immediate movement 0 
government tonnage and if difficulty is encountered in securing cars 
or prompt movement, reference of the situation should be given to 
the Federal Traffic Board for handling with the Interstate Commerce 
Commission. Complete information as to the necessities should be 
given in such cases, 
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Questions and Answers | 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member Of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
oblems. We do not desire to take the place of the traffic man but to 
elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities ‘n a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a | 
situation too complex for the kind of investigation herein contemplated. 4 
Address Questions and Answers Department, i 
Treffic Sarvice Corporation. Colorado Building, Washington, D. C. \ 
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Rate in Effect Date Shipment Received for Transportation Ap- 
plicable to Through Movement 


Minnesota.—Question: Under the recent decision of the In- 
terstate Commerce Commission, all switching charges are to be 
reduced effective July 1. A car of grain originating at a coun- 
try point in December, 1921, moves to a terminal point, local 
rate being paid into terminal and the inbound expense bill used 
against a shipment out of the terminal on a proportional rate 
July 10, 1922, or after the decrease in switching rates. The 
grain has been stored in an elevator on a switching line or a 
line other than the original receiving line or the final outbound 
line and a switching charge is applicable over and above the 
combination local rate in and the proportional rate out, this 
switching charge being the local charge of the terminal or con- 
necting line for delivering the car to the outbound carrier. 

What, in your opinion, is the correct switching charge to 
apply, the one in effect when the grain originated back in the 
country, or the present reduced rates that was in effect when 
the switching was actually performed? Please quote authori- 
ties, if possible. 

Answer: While we can locate no opinion of the Commission 
which passes specifically upon the question asked, it is our 
opinion that the switching charges assessed for the outbound 
movement from the elevator is a part of the total charge for the 
through movement from point of origin to final destination and 
that, therefore, the switching rate in effect at the date of the 
movement of the grain from the country point is the rate to 
apply. Board of Trade of Kansas City vs. A. T. & S. F., 69 
IC. C. 185; In re Milling in Transit Rates, 17 I. C. C. 113; 
In re Through Routes and Through Rates, 12 I. C. C. 163. In 
the latter case the Commission said: 


As said above, there can be but one through rate in effect between 
any two points at a given time, and this rate may be a joint rate ora 
combination of rates applicable on through business. Where no joint 
through rate is in effect a combiantion: through rate over a through 
route may be made up of any rates applicable on through transporta- 
tion—the sum of the locals or a proportional rate in and a local rate 
out, or two or more proportionals, or of any other lawfully established 
rates which may be joined together to make a rate over the through 
route; but such combination through rate must be treated as a unit 
from the date of original shipment to the date of arrival at destina- 
tion, and the rate applied must be the combination of the rates which 
exists upon the date of original shipment. Tariffs cannot be given a 
retroactive effect; they cannot be made to apply to conditions other 
than those existing upon the date when such tariffs became effective. 
A combination through rate is as binding, definite and absolute as a 
joint through rate; and all of the conditions, regulations and privileges 
obtaining as to any factor in such combination rate for through ship- 
ment at time of initial shipment upon such combination through rate 
must be adhered to and cannot be varied as to that shipment during 
the period of transportation: of such shipment to its final destination. 


Return of C.. O. D. Express Shipment Refused at Destination 


lowa.—Question: I would like to have your opinion ‘in re- 
gard to express company’s liabilities, etc., on return of C. O. D. 
shipments. This company does a good deal of mail order busi- 
hess; that is, we catalogue and sell goods which are forwarded 
from a number of other points by other companies. One such 
shipment was forwarded for us from “A,” Illinois, to “B,’’ South 
Dakota, the C. O. D. charges $6.60. For some reason or other 
shipment was not taken and express company returned the 
C. O. D. at the expiration of their regular period to this com- 
pany, “C,” Iowa, which is our home address and principal place 
of business. 

As we could not use the article at this point, it was refused. 
In the meantime, however, a claim had been filed. We sup- 
posed the matter would be cared for under the claim and paid 
no further attention to the same until we were advised by the 
claim agent that, inasmuch as the express company had re- 
turned the package to our home office, their liability was at an 
end, and the company refused to take any further action. 

Our position is that we are ready to accept the shipment 
at point of origin and pay all lawful charges both ways. The 
express company says it is not under any obligation to return 
the shipment to point of origin, but simply to name and address 
which appears on the tag. Can we compel the express company 
to deliver as outlined above? 

Answer: Rule 14 (i), Official Express Classification No. 27, 
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provides that if a C. O. D. shipment is refused or cannot be 
delivered within twenty-four hours, the shipper must be imme- 
diately notified and, if not disposed of within thirty days of 
such notice, shipment may be returned subject to charges in 
both directions, except that when the shipper requests, the 
shipment may be held an additional sixty days, etc. 

It will be observed that, under this rule, before the ship- 
ment may be returned the shipper must be notified and given 
an oportunity of making other disposition of the same. To 
return the shipment without giving the shipper notice is to de- 
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prive him of the advantages held out to him in the above rule. 
Further, the rule in providing that the shipment may be “re- 
turned” contains no reservation of right in the express company 
to “divert.” To return the shipment obviously means to move 
it back to the point of origin. The carrier’s billing records 
conclusively show, or should show, at what point the shipment 
was received from the shipper for transportation. They also 
show the name and address of the shipper. We see no justifi- 
cation for its disclaiming liability on the ground that it relied 
upon the marks on or the tagging of the package. In fact, we 
do not believe the carrier’s position is tenable, for the reason 
that rule 14 (m) provides that the express company will not 
accept a C. O. D. shipment when marked or accompanied by 
a C. O. D. envelope showing as the shipper a firm or person 
different from that stated in the receipt, unless it is made clear 
that the shipper is an agent, or that the shipment has originated 
with a branch house, or representative of the home office of a 
given business concern, 

Under the above provision the carrier is negligent in having 
accepted a shipment marked as originating with a concern in 
“C,” while receipting a different concern in “A.” It has violated 
its tariff in so doing. It cannot, in our opinion, set up the act 
of the shipper at “A,” who also violated the tariff in tagging 
the package as it did, as its justification for failing to notify 
the shipper at “A” and for failing, after thirty days, to return 
the shipment to the point of origin shown in its billing, or, in 
the event it did not care to return it to “A,” for failing to hold 
the shipment at destination for disposition. Certainly there is 
no tariff authority for diverting the shipment from its original 
destination to “C.” This is not “returnng” the shipment within 
the meaning of the hule. You are entitled, in our opinion, to 
either have the shipment taken back to “B” and there held for 
your disposition orders, or to have it returned to “A.” 


Application of Follow Lot and Two for One Rules 


Ohio.—Question: We are having difficulty in adjusting the 
rate applying on shipments of construction tile, moving from 
Cleveland to Ashtabula, O., in connection with the New York 
Central Railroad. 

These cars we have reference to moved in 1922. At the 
time we loaded these cars the New York Central Railroad could 
not furnish us with large car to load, so we requested that they 
furnish us with two small cars. We had two cars in our yard 
which we loaded and were to file claim for any overchrge that 
might have accrued due to the fact that we had to pay minimum 
charge on 50,000 pounds on each car. 

Due to the fact that we ordered a large car, our contention 
is that we should pay the actual weight on both cars, due to 
the fact that we ordered the large car so we would not be 
penalized a minimum weight on the second car. The second 
car contained 43,522 pounds, and the railroad assess a charge 
based on 50,000 pounds. 

Are we not entitled to a refund, inasmuch as the carriers 
were unable to furnish us with a large car, and we used two 
small cars, in order to get the shipment forward? 

Answer: Note 60 of N. Y. C. Tariff I. C. C. L. S. 854, whick 
carries the list of articles, including hollow building tile, on 
which the rate in question applies, states that the provisions 
of rule 24, the follow lot rule of the classification, will not apply 
on shipments of any of the commodities named in this note, while 
rule 34 of the classification, the two for one rule, applies only 
on the traffic subject thereto. Therefore, it is a question for 
determination by the Commission as to whether the charges 


assessed on the shipment were reasonable. See Dietly vs. N. 
¥. ©, 4-4. €.. ©. Bi. 


Application of Rule 20 of Consolidated Classification 


Connecticut.—Question: A shipment is made between two 
points in this state consisting of 1 iron range (coal), 1 iron 
mantel shelf (detached from the range), 1 stove base and 
1 barrel stove parts. 

The shipment was billed at a total gross weight of 540 
pounds (no separate weights being specified), at .32%4c per 100 
pounds, making charges $1.76. 

Was it not incorrect to bill at one class rate when the Con- 
solidated Classification gives an R-25 rating on ranges and a 
second class rate on stove parts, N. O. I. B. N., in the Official? 
Also, what ratings should the iron mantel shelf and the stove 
base take? 

Answer: Rule 20 of Consolidated Classification No. 2 pro- 
vides that parts or pieces, constituting a complete article, re- 
ceived as one shipment, on one bill of lading, will be charged 
at the rating provided for the completed article. 

The second class rating on stove parts is applicable to 
stove bases. while the rating on stove or range shelves, item 
33, page 382, of the classification, is applicable to the iron 
mantel shelf. 

Freight Charges—Liability of Consignee 


New York.—Question: I am interested in the question 
headed “Freight Charges—Liability of Consignee,’” shown in first 
column of page 1438. In this case a certain shipper in Buffalo 
forwarded on an average of about 25 cars grain products daily 
via different lines. These shipments all moved on milling-in- 
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transit rates. Inbound charges paid on arrival. Outbound or 
balance due collected here and shipments billed East prepaid. 
Bills of lading receipted for prepaid by joint representative 
located in up-town office building and shippers had usual 48- 
hour credit. When we heard they were in financial difficulty 
we wired destination agent. In some cases charges were col- 
lected. In others consignees stood on bills of lading received 
through bank, which read charges prepaid in accordance with 
the basis on which they had purchased the goods. 

What we want to locate, if possible, is either a Commission 
ruling, or a court decision that will back up your answer. We 
believe your answer is absolutely correct, but would like the legal 
authority for same. 

Answer: We know of no decision, other than that of Dun- 
can vs. United Steel Co., 244 F. 258, which deals with a 
situation such as that referred to by you. This case, however, 
does not settle the question. 


Our opinion, nevertheless, is that given in the answer referred 
to above. 


Overcharges—Destruction of Waybills by Carrier Under Per. 


mission of Commission Does Not Necessarily Bar Right of 
Recovery 


California.—Question: Claims for straight overcharges have 
been made with the different carriers, on shipments moving in 
1915, such shipments including both intrastate and interstate 
movements. 

These claims were supported with the original freight bills, 
together with original invoice and all necessary papers. The 
carriers with whom these claims were filed have returned same 
with their declination of payment, stating that, account permis- 
sion having been granted them by the Interstate Commerce 
Commission to destroy their records after a period of six years, 
and as the waybills covering shipments in question had been 
destroyed, they were not in a position to make refunds, and 
will not give these claims even the usual investigation. 

It is our opinion that claims for overcharges on shipments 
moving during and previous to 1915 should have the same atten- 
tion by the carriers as claims filed for any period. Please ad- 
vise your opinion and, if possible, refer us to any decision that 
may have been rendered by the Interstate Commerce Commis- 
sion. 

Answer: We can locate no opinion of the Interstate Com- 
merce Commission covering this question. 

The Commission at this late date has no authority to issue 
any award of reparation for the overcharge, as the claims are 
barred under the statute of limitations. 

A suit, however, may be filed in a court of law, unless barred 
by the state statutes of limitation and, unless the waybills are 
essential to the determination of the issue, which is not prob- 
able, particularly if the bills of lading are available, recovery 
may be had. 

In this connection, in the case of Jeremy Fuel & Grain Co. 
vs. D. & R. G. R. Co., 207, p. 155, it is held that the period of 
federal control is not to be computed as a part of the period 
of limitation in actions arising prior to federal control. 


Rate in Effect Date Shipment Received for Transportation Ap- 
plicable Thereto 


Minnesota.—Question: A bill of lading dated June 30 was 
issued to cover a shipment moving from a closed station. The 
agent at the station handling the billing receipted the bill 
of lading by use of a stamp bearing the date of July 1. Does 
the shipment take the reduced rates effective July 1? 

Answer: The date of the receipt of the goods for trans- 
portation, under Conference Ruling 172 of the Commission, de- 
termines the rate to be applied on the shipment. When a ship- 
ment is received for transportation is a question of fact, which 
is not determined conclusively by the date of the bill of lading 
or the date of the movement of the shipment. Goods are said 
to be delivered to a carrier when notice is given to a carrier 
that they are ready for transportation and nothing remains to 
be done by the shipper before the goods can be sent on their 
way. : 

Apparently the date the bill of lading was receipted is 
the date on which notice was given the carrier that the goods 
were ready for transportation and therefore the rate in effect on 
this date should be applied on the shipment in question. 


Liability of Carrier for Injury to Goods Resulting from Defective 
Cars 


Oklahoma.—Question: Regarding “New York’s” question on 
page 40 of your July 1 issue on the liability of carrier for injury 
resulting from defective car unloaded and reloaded without be 
ing inspected by carrier, while we do not load or unload 4 
great many box cars, however, the writer having had a great 
amount of experience.in handling commodities such as grain 
and grain products prior to entering the employment of this 
company, it would seem that the responsibility of loading car* 
“good for grain” should rest with the party loading the car as 
well as with the carrier, as far as defective roof and sides 1s 
concerned. ; 

Referring to the court’s decision of the Big Four vs. Louls- 





Aug) 








Pm Tae ees 


August 5, 1922 


THE TRAFFIC WORLD 295 


The San Antonio and Aransas Pass Railway Co. 





J. S. Peter, 
Vice-Pres. & Gen. Megr., 
San Antonio, Tex. 


J. C. Mangham, 
Gen. Frt. Agt., 
San Antonio, Tex. 


J. B. Brooks, 
A. G. F. A., 
San Antonio, Tex. 


H. C. Franks, 
Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


Ww. A. Springall, 
Com. Agt., 
San Antonio, Tex. 


A. R. Canfield, 
Com. Agt., 
Houston, Tex. 


Y 
Sd 








| 
Uppy; 


i. 


p Muskogee 
Q OklahomaCity 


NGG 












77, Y & 5 
Y McAlester 
4, Little Rock, | 
Lorne 7 (3) 
| LU) ¥y 


CK. 


SV 


yee ae 


en 







f 


xX 


M4 
4, 








FatturRiase 


YY 





Mey, 
O wy SPEEDY, 
Cy ACCURATE, 
Brownsville Gal, AND 
Monterey ACCOMMODATING 
(/ PERFORMANCE 


Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 


Below is approximate service in days from following cities and River Crossings: 


FROM 


Houston 


Nemphis.. : “ 
New rieans 3 days 3% as 3% 
Proportionate service to above is rendered to all intermediate points. 





To List of Direct Connecting Rail Lines: 


Corpus Christi Alice Laredo via Alice 
26 hrs. 351 hrs. Aransas Harbor Terminal Railway 
3. « Fredericksburg & Northern Ry. 
sO Ss Gulf Coast Lines 
Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 


San Antonio 


TO sere tne bog & Texas Ry. 
uthern Pacific Lines 
Sen Antonio | Corpus Christ | Ace ___|tarede via Allee! San Antonio, Uvalde & Gulf R. R. 
ai4 Sov" ay9 Cor ay) “o7* Ss oF San Antonio Southern Ry. 


St. Louis Southwestern Ry. (Cotton Belt) 
Sugar Land Ry. 

Trinity & Brazos Valley Ry. 

Texas Mexican Ry. 
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ville Tin and Stove Co., 111 S. W. 358 (Ky.), in which the court 
remarked: 


It was not the duty of Ball Bros. to inspect the car or to exercise 
care to know whether it was in condition for the goods to be shipped 
in it; but they had a right to put the goods in the car, assuming that 
the railroad company would not have directed this to be done unless 
the car was suitable. It was not charged that Ball Bros. were not 
authorized to place the cans in the car. The fact that it was done 
without the defendant’s knowledge or consent does not show that the 
initial carrier did not authorize it, and it was the duty of the defend- 
ant to keep the goods safely after it received them. 


It is a generally accepted fact that it is not the duty of 
shippers to inspect cars set for loading; however, it is the duty 
of a shipper of grain, from a claim prevention standpoint, to 
inspect all cars set for loading and they should be sold on the 
idea that claim prevention is much more important than claim 
accumulation. There isn’t any doubt that shippers of grain 
could have just as competent men to inspect cars set for load- 
ing as the carriers. The carriers cannot be expected to have 
inspectors at all stations having elevators and, even though a 
car should be inspected at a junction 50 or 75 miles from point 
of loading, any number of things could happen to the roof or 
sides of the car before it would reach such point without the 
honest knowledge of the carrier. 

One-fourth of the loss and damage claims are not prevent- 
able. Such loss or damage is due to weather conditions, to the 
inherent vice of the commodity and other causes beyond con- 
trol. Approximately one-fourth of loss and damage claims is 
due to improper handling by carriers. As has been said: ‘The 
remaining 50 per cent can be and will be prevented when there 
is perfect accord between shippers, receivers and carriers in 
regard to exchanging and studying pertinent information,” and 
“co-operation,” should have been added. 

This article is not written as an argument against “New 
York,” but against the words used by the court in Ball Bros. 
decision. 

Answer: While there is no doubt that proper inspection by 
shippers before loading would disclose patent defects in the roofs 
or sides of a car, and that in fairness to the carrier the shipper 
should, before loading, inform the carrier of such defects, so as 
to afford the carrier an opportunity to either repair the car or 
substitute a car in good order, nevertheless, in view of the fact 
that it is not always an easy matter to determine whether or 
not a defect was a patent or latent one, and, furthermore, that 
it is primarily the duty of a common carrier to keep its cars 
in good repair, the courts have rightly, in our opinion, held 
that a carrier is liable for damage which results from defects 
in the car furnished, regardless of the fact that the defect might 
have been discovered by due diligence on the part of the ship- 
per in inspecting the car before loading it. ~ © 


Misrouting—Carrier Liable for Damages for Executing Bill of 
Lading Containing Provisions Impossible of Execution 


Ohio.—Question: We made a shipment of six cars of slag 
to “A,” Ohio, located on the New York Central Railroad. Un- 
fortunately we routed the cars N. Y.C. to “A,” Ohio, L: E. & P. 
delivery. \ 

Inasmuch as “A” is located on the New York Central Rail- 
road only, they accepted the cars and signed the bill of lading 
for L. E. & P. delivery. 

The shipment moved to “A,” Ohio, as we should have billed 
the cars to “B,” Ohio, L. E. & P. delivery. Our contention is 
that, inasmuch as the New York Central Railroad accepted and 
signed the bills of lading for L. E. & P. delivery, that they are 
responsible for this error in accepting the cars as billed., as 
our contention is that they should have refused to accept our 
billing, returning them for proper information or proper de- 
livery. 

Can you give us a legal ruling in this regard, whether or 
not the New York Central Railroad is responsible for this error 
in accepting the cars, necessitating an extra charge on the cars 
in moving them from “A” to “B?” 

Answer: In our opinion the principle of the Commission’s 
opinion in Hutton & Bourbounais Co. vs. Sou. Ry., 50 I. C. C. 
343, is applicable to the instant case, and the carrier is there- 
fore liable in damages for the excess charges which accrued 
by reason of the delivery of the shipment at “A,” Ohio, which 
required its further transportation to the intended destination, 
“B,” Ohio. 


Liability of Carrier for Failure to Furnish Proper Equipment 


Michigan.—Question: In the case of a shortage of ventilator 
cars, or stock cars, for movement of watermelons from Georgia, 
could the originating carrier legally obtain limitation of carrier’s 
liability by release signed by shipper for movement in refrig- 
erator cars? 


It seems that during July, 1920, a number of cars of water- 
melons were forwarded from Georgia in standard refrigerators. 
The shippers hooked the side refrigerator doors back and cleated 
them open. However, but few of these cars moved through to 
destination with the doors so cleated open, as it is not safe 
in view of clearances to have the doors so fastened, as they 
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project some six or eight inches from the sides of car in this 
position. 

It develops that in a number of cases side doors were closed 
by the operating department in accordance with instructions 
prohibiting their movement, and consequently melons arrived 
at their final destination in a more or less damaged condition, 
due to overheating. 

In your opinion would the carriers be liable for such a 
damage, if they otherwise had a perfect record of handling? 

Answer: It is the duty of a common carrier to provide 
and furnish all reasonable and necessary facilities for the prompt 
transportation of such goods as it holds itself out to the public 
as engaged in carrying, in such quantities as might reasonably 
and ordinarily be expected to be offered for carriage, and to 
exercise such care as is required to protect the goods from loss 
or damage during transportation. 

If the proper equipment is ordered in time to permit of its 
being furnished and there is no shortage of cars occasioned by 
an unprecedented and unforeseen demand for such cars, in the 
absence of an agreement or stipulation in the bill of lading to 
the effect that the shipper has waived his right of action from 
damages resulting from the inability of the carrier to furnish 
the proper equipment, a carrier can be held liable for damages 
sustained by reason of the failure to furnish the proper equip- 
ment. 

Furthermore, even though a release is executed by the ship- 
per, it is doubtful whether a recovery of damages would be 
denied a shipper, unless the failure to furnish cars of the kind 
ordered was the result of an acute car shortage.-See St. L. 1. 
M. & S. vs. Marshall, 86 S. W. 803, citing Railway vs. Pratt, 
22 Wall. 123. 

As to the liability of the carriers with respect to the ship- 
ments forwarded in refrigerator cars with the doors cleated 
open, it is our opinion that the carriers should not have accepted 
for transportation the shipments in cars so prepared, without 
informing the shippers that the doors could not remain open, 
and that they would, therefore, be held liable in damages for 
the injury resulting to the melons from the closing of the doors 
while the cars were in transit. 


Overcharge—Claims Covering Shipments Moving During Period 
of Federal Control 


New York.—Question: Is it necessary for shippers to in- 
stitute suit against any of the carriers for overcharge claims, 
which accrued during federal control, and which, up to the pres- 
ent time, have not been settled? 

Several friends with whom we have discussed the matter 
say that it is necessary to institute suit, while others say that 
if we go on record with the Commission prior to September 1, 
1922, that this will be sufficient. 

Answer: A recent amendment to the transportation act, 
1920, provides that claims for straight overcharges on shipments 
which moved during the period of federal control may be filed 
with the Interstate Commerce Commission prior to September 
1, 1922. 

After registering the claim the Commission will return it 
to you for handling with the carrier direct. If a settlement 
cannot be had with the carrier, you can then call the matter to 
the attention of the Commission. If the claim cannot be han- 
dled to a conclusion on the informal docket, a formal complaint 
may be filed, if brought within six months after you are advised 
by the Commission that the matter cannot be handled to a 
conclusion on its informal docket. 


SOUTHERN ACCEPTS HARDING’S PLAN 
The Southern Railway August 2 invited its striking shop 
men to return to work with full seniority rights unimpaired, on 
the basis of the President’s proposals for a settlement. In a 
statement to the employes Vice-President H. W. Miller said: 





The policy of the management of the Southern R. System has been 
to create no conditions, pending a termination of the strike, that 
would embarrass the company, its employes, or the public, and with 
this end in view no ultimatum has been issued to the men, no prom- 
ises have been made, no new men have been employed, ‘and no writs of 
injunction have been invoked. There is, therefore, now no obstacle of 
the company’s creation to prevent its men returning to work under 
the President’s proposals as of their former seniority. The shop 
—e committee on the Southern has been invited to confer on 
this basis. 


OPERATING STATISTICS : 


Freight service operating statistics issued this week by the 
Commission show that in May the class I roads, exclusive of 
switching and terminal companies, produced 27,918,000,000 net 
ton-miles, as against 28,220,000,000 in May, 1921, and 141,135, 
000,000 in the five months ended with May as against 135,419, 
000,000 in the same period of 1921. 

Car-miles per car-day averaged 22.7 in May as against 21.3 
in May, 1921, and 22.3 in the five months as against 21.5 in 1921. 

Net tons per loaded car averaged 25 in May and 27.8 in 
May, 1921, and 26.6 in the five months as against 28.1 in 1921. 
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Managing Agents: American-Hawaiian Steamship Co. 
American Ship and Commerce Corporation 


General Agents: Hamburg-American Line 


Have You Investigated the 
LOW WATER RATES 
now prevailing 
FROM NORTH ATLANTIC 
AND GULF PORTS 


to 


PACIFIC COAST PORTS 


via Panama Canal? 


Favorable rate combinations now available 


from points as far west as the Missouri 
River. 


We believe you will find the saving in freight 
charges will more than offset the disability 
of slightly longer time in transit. 


American - Hawaiian Steamship Co. 
Westbound Intercoastal Service 


Boston Sailings Weekly—Saturdays. 

New York Sailings Weekly—Thursdays. 
Philadelphia Sailings Weekly—Saturdays. 
Baltimore Sailings Fortnightly—Saturdays. 
Mobile and New Orleans Sailings Monthly. 


Detail Schedule Opposite 


Apply to following offices for Rates, Insur- 
ance and other particulars 


American-Hawaiian S. S. Co. 
INTERCOASTAL SERVICE 
To Los Angeles, San Francisco, Portland, Seattle, 


Tacoma 
NEW YORK—THURSDAYS BOSTON—SATURDAYS 
.. | ee Aug. 12 OO are Aug. 5 
KENTUCKIAN ...... Aug. 17 KENTUCKIAN ....... Aug. 12 
ALABEAN  .ccccsccce Ree: 34 ALAGEBN ... 5. cise Aug. 19 
FLORIDIAN ......... Aug. 31 FLORIDIAN ........ Aug. 26 
: lacunae BALTIMORE 
i. are Aug. 10 GEORGIAN ......... Aug. 26 
GEORGIAN oehermibecea Aug. 19 NEBRASKAN ....... Sept. 2 
Every Saturday Thereafter. p. ly he Sept. 16 
MOBILE NEW ORLEANS 
nl) Se Aeg. 20 SUBRBOURT 2... cccccss Aug. 26 
SPO | viccccsvcwes Sept. 16 IPSWICH ........... Sept. 23 
Joint Services with 
Hamburg-American Line 
NEW YORK TO HAMBURG 
i Sinn i 5 c0s cow casa ameied swavdnslon Aug. 8 
ee SE a ie eee eth es Aug. 17 
is Stes 5.650 5:0 a nln 6 wUwad webs 05% Bille ee Aug. 22 
S.S. WUERTTEMBERG ..... Lc eGehateke ies StkaeslG Aug. 24 
ae eee Aug. 31 


* Carries third-class passengers. 
+ Cabin and third-class passengers. 
¢ First, second, third-class passengers. 
LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO BREMEN AND HAMBURG 
8.8. OREGONIAN (via Baltimore) 


dbibicchdb-osiewbae 3 Us Aug. 19 
S.S. THEMISTO (via Baltimore) ..................0.. Sept. 16 
BOSTON TO BREMEN AND HAMBURG 
8.8. CALLISTO (via Baltimore and Norfolk)........... Aug. 7 
S.S. NEVADAN (via Baltimore and Norfolk)......... Sept. 6 
BALTIMORE TO BREMEN AND HAMBURG 
8.8. CALLISTO aaa SII diese Silas «Sinica: eee tive cea Aug. 14 
Pe ee es seer Aug. 26 
S.S. NEVADAN ” lk DE 0 4; staistns ceed a eteinieien Sept. 14 


NORFOLK AND NEWPORT NEWS TO BREMEN 


AND HAMBURG 
8.8. CALLISTO 


OE eR ee ee ee ee ee eee Aug. 16 
ee I, foes. sveearrai'g Ava 6 curiaialaseinka\sora'ecabistem mmeetetall Sept. 16 
NEW ORLEANS TO BREMEN AND HAMBURG 
Je! ULL SS a eee Late Aug. 
Sst; Re EEE oo oo o:n0:0:s.4 9b 0:0:010,010 dec 8.000 osm Late Sept. 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 


U. S. Government Ships 
NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 
S.S. WEST MAHOMET 
aan tition a pbs kelehenig cub ko aeninis esamaincovental Sept. 15 
Steamers take cargo for Tunis, Alexandria and —- Ports. 
Loading Pier 21, Pouch Terminal, Clifton, S. I. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE 
Chicago, 327 South La Salle Street 


BRANCH OFFICES 


Boston, 40 Central Street 
Cleveland, 242 The Arcade 
Philadelphia, Bourse Bldg. 


Pittsburgh, Oliver Bldg. 
Rochester, Commerce Bldg. 
Baltimore, Maryland Coniites Bldg. 


AGENCIES 


Norfolk, Va., Harris, Magill & Company 
Charleston, S. C., Street Brothers . 


Mobile, Ala., Page & Jones 
New Orleans, La., Richard Meyer Co. 


GENERAL PACIFIC COAST AGENTS 
San Francisco, Williams, Dimond & Co., 310 Sansome St. 
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Traffic Lesson No. 16 


Freight Shipping Papers (Continued)—Sixteenth Lesson in the Course Written for the Traffic 
World by Grover G. Huebner, Ph. D., Professor of Transportation and Com- 
merce, University of Pennsylvania 


Brief mention may also be made of various additional ship- 
ping papers that concern the shipper in case he is shipping 
freight for export. In addition to the through or ocean bill of 
lading which he receives from the railroad or ocean carrier, the 
government requires him to fill out a shipper’s export declara- 
tion which contains a list of the goods being exported and their 
value. When the exports are destined to Latin American coun- 
tries, to Portugal and certain other destinations, he is obliged 
to make out a consular invoice on forms prescribed by the gov- 
ernments of these countries and swear to it at their consulates. 
Some foreign countries further require the exporter to make 
cut before a notary public a certificate of origin to the etfect 
that the exported wares are American goods. If the exports are 
destined to Australia, New Zealand, British South Africa or 
Canada, a so-called non-dumping certificate, which contains the 
exporter’s domestic as well as his export prices and discounts, 
or a statement to the effect that his domestic and export prices 
are identical, is also required. When live stock is exported to 
foreign countries, with certain exceptions, a certificate of in- 
spection of export animals must be obtained from the United 
States Bureau of Animal Industry. Packages of export meat 
products likewise must have special “export stamps” attached to 
them, and may not be shipped to Great Britain, Europe, Mexico or 
Argentina without obtaining an export certificate from the 
Bureau. 

These shippers’ consular invoices and other government ship- 
ping documents are not to be confused with the regular ex- 
porter’s invoice, which the shipper makes out when the export 
goods are packed for shipment. It is a private invoice or list of 
all the packages shipped, their price, numbers, weight, measure- 
ment, description, code words, destination, name of vessel, marks 
of the consignee and the signature of a responsible officer of the 
shipping concern. Two copies are needed to attach to his draft 
in case the shipper wishes to be paid for the goods in that way; 
another copy is sent to the foreign consignee for his informa- 
tion and to be used in clearing the goods through the foreign 
custom house; in case the shipper is not located at the port of 
export, he may send another copy to his port representative;. 
and he may also retain a copy for his shipping files. If the 
charges for rail and ocean freight, marine insurance, port serv- 
ices, etc., are not listed in this invoice, it may be supplemented 
by a separate statement of charges. Since ocean carriers are 
not liable to the shipper for the loss or damage resulting from 
fire, perils of the sea, the jettisoning or throwing overboard of 
cargo by order of the captain to save the ship, or from any of 
the dangers of ocean navigation except to the limited extent 
specified by the Harter act mentionedrin the preceding lesson, 
it is also necessary for exporters to take out a marine insurance 
policy. Marine insurance certificates are frequently issued 
against the policy for practical use in shipping and in settling 
for exports. 

If the exporter ships on a through bill of lading, the carriers 
see to the transfer of the freight at the port of export; other- 
wise the shipper or his port representative must make arrange- 
ment for the transfer. He will need to obtain a shipping permit 
from the ocean carrier—a paper which indicates that the goods 
may be delivered at a particular wharf on certain days. Upon 
delivery he receives a dock receipt, which is later exchanged for 
the ocean steampship bill of lading that was previously men- 
tioned. If the export goods are to be shipped in a tramp vessel 
chartered by the shipper instead of in a regular line steamer, 
it will also be necessary to negotiate a “charter party.” This 
is usualy done through a ship broker. 

Although all these export shipping papers cannot well be 
described in detail in a course that deals primarily with railroad 
traffic, mention of them is made because the export trade is rap- 
idly growing in importance. Copies of them can readily be ob- 
tained from ocean steamship lines, ship brokers, marine insur- 
ance companies, the consuls of foreign countries and the United 
States port collectors at any nearby ocean ports. 


Waybills 


In addition to the freight shipping papers that are of direct 
concern to the shippers there are a number that are used ex- 
clusively by the railroads in the conduct of their freight service. 
First among them is the railroad waybill, which is at once the 
official routing document of a freight car, a check against the 
freight unloaded from the car, and the prime basis of freight 
revenue accounts. A waybill is made out for each shipment, 
showing car number and initials, point of origin and destination, 
name of shippers and consignees, dates, description of articles, 


marks, weights, rates and rate references, freight charges, ad- 


vances and amounts prepaid, and, if it is a through shipment, 
also the route, junction points and rate divisions. Additional in- 
formation is sometimes contained in a waybill. The forms of the 
waybills issued on the different railroads vary. Most lines use 
separate forms for local and interline waybills. Some lines make 
the forms of the waybill similar to that of the freight bill, notice 
of arrival and delivery receipt, so that all may be made out ona 
typewriter at one time. Special waybills for particular kinds of 
freight such as live stock, coal, milk, and perishable products are 
frequently issued and lines that have adopted special time freight 
services in many cases have special billing for freight included 
in such arrangements. 

A copy of every waybiil made out is sent to the auditor of 
freight accounts, another copy is kept on file by the forwarding 
agent, and the original either accompanies the freight or is for- 
warded to the receiving agent by mail. In case the waybill itself 
does not accompany the freight, a card waybill is made out for 
the use of the train conductor. In the case of interline waybills 
a separate copy is also sent to each of the railways concerned 
in the through shipment. Much through freight, however, is not 
shipped on interline waybills, but is rebilled at each junction 
point. 

In case the forwarding agent discovers an error in a waybill 
he sends a correction blank to the receiving agent with a request 
that the waybill be changed. Errors discovered by the receiving 
agent are corrected in the same way; and in case the auditor of 
freight revenue discovers errors he likewise sends correction 
blanks to the freight agents. 


Short, Over, Damaged, Etc., Reports 


If, on arrival of a car at destination, the receiving agent in 
checking its contents with the waybill, finds less freight than was 
billed, he sends a so-called “‘short report” to the forwarding agent 
or agent at point where the freight was last handled. This form 
contains a series of inquiries regarding the discrepancy, which the 
forwarding agent is required to answer. After answering them he 
returns the report to the receiving agent. In this way it may 
be determined whether the discrepancy between the waybill and 
the contents of the car is merely an error in billing or whether 
some of the freight that was billed has been lost. If actual loss 
has occurred the short report is sent to the freight claim agent, 
because of its bearing upon the claim which will be made by the 
shipper or consignee. On some railroads a copy of every short 
report is sent to the freight claim agent, and, in case the short 
freight is accounted for, is later followed by an “adjustment of 
freight short report.” 


When, on checking the waybill with the contents of a freight 
car, the receiving agent finds an excess of freight he similarly 
sends an “over report” to the billing agent, who answers the 
questions contained in the blank and returns it. Again the re 
port may disclose that the discrepancy was merely an error in 
billing; otherwise the over report will be sent to the freight claim 
agent. As in the case of the short report, however, some lines 
reuire that a copy be sent to the freight claim agent immediately 
in every instance, and that in case the excess is later accounted 
for, a supplementary “over accounted for’ report be sent to him. 

Freight arriving at destination in damaged condition 1s 
similarly reported to the forwarding agent and freight claim 
agent on a “bad order” or “damaged report.” Refused or ul- 
claimed freight is reported to the freight claim agent on a “re 
fused” or “unclaimed report.” In case the responsibility for dam- 
aged freight cannot be fixed, or short freight cannot be located, in 
the ordinary way, a “tracer” may be sent out. This proceeds to 
the various junction points and stations through which the 
freight moved or would ordinarily move, or to the train conduc: 
tors, the various agents and conductors inserting whatever infor- 
mation may be possessed by them regarding the shipment. A 
similar form of delayed freight tracer may be sent out in case a4 
shipment does not arrive at destination within a reasonable 
period. 

Agents’ Freight Accounting Reports 


Although the waybill itself is the primary basis of freight 
revenue accounts, the freight agents are also required to send 
various supplementary freight revenue reports or papers to the 
accounting department. Since these are not directly connected 
with the movement of freight traffic but are accounting docu 
ments exclusively, they need not be fully described in this 
connection. i 

The waybill reports required on the various railroads are 
not uniform throughout the entire country. A common practice 
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is to require daily reports or abstracts of all waybills made and 
received. Thus each agent may be required to send to the ac- 
counting department a “daily report of local waybills received,” 
stating the number and date of each waybill received, the station 
from which it was received, the weight of the freight, and the 
freight charges, advances and amounts prepaid. He may then 
also be required to make similar daily reports of “interline way- 
bills received,” “local waybills made,” or forwarded, and “inter- 
line waybills made,” or forwarded. Each day likewise the agent 
is required to make a “daily cash report” or “exhibit” both to 
the accounting department and the treasurer’s department, cov- 
ering the cash collected, remitted directly to the treasurer or de- 
posited in designated banks. 

At the end of the month or shortly after its close, the freight 
agents are required to make monthly reports of their freight 
business to the accounting department. These may constitute 
detailed monthly reports of all waybills received and forwarded, 
or a summary of the totals of the daily waybill reports and of the 
daily cash reports that were made currently throughout the 
month. Their form on different railroads is not uniform. The 
agents may likewise be required to make a monthly report or 
schedule of uncollected bills, an agent’s application for relief of 
uncollected charges, agent’s monthly balance sheet, which in- 
cludes passenger and other revenues, as well as the revenue taken 
in from the station’s freight business; and a special monthly re- 
port of miscellaneous freight charges and credits, such as demur- 
rage, storage, icing cars, weighing, and the like. 


Other Reports in the Freight Service 


The freight agents of some lines are further required to make 
extensive statistical reports to the freight traffic department 
showing the tonnage of various commodities forwarded and 
received, tons of carload freight carried, or other traffic data. 

The papers or reports sent to the car record office of a rail- 
road by train conductors and junction agents, for use in keeping 
track of freight cars and in computing the amounts due on for- 
eign cars or on home cars that are on the tracks of connecting 
railroads; and the car interchange forms used in accordance with 
the rules of the American Railway Association will be described 


in a subsequent lesson dealing with the interchange of cars 
(Lesson No. 30). 


The Crooks Terminal Warehouses, Chicago, H. D. Crooks, 
owner and general manager, have purchased the reinforced, con- 
crete seven-story and basement building’ known in Kansas City 
as the Brokers Warehouse, the capacity of which is 100,000 
square feet, very heavy construction, with floor load of from 
400 pounds to 600 pounds a square foot, as well as 100 feet of 
vacant property adjoining this building to be used for future 
development. 

The purchase price was $255,000. The property is in the 
West Bottoms, adjacent to freight terminals and in the heart 
of the food product and wholesale grocery district of the city. 

In addition to this purchase, Mr. Crooks acquired a ten 
years’ lease on a reinforced concrete building, 125,000 square 
feet, floor load, 300 to 400 pounds to the foot, for $230,000. This 
building is known as the Security Warehouse and is in the 
same district. Both buildings are at present occupied partly 
by brokers with offices and warerooms. The rest of the space 
is used for general storage. 

The business at present conducted in both buildings is also 
being acquired by Mr. Crooks and the operations continued 
without interruption. 

H. D. Crooks, who has in the course of eight years developed 
one of the largest warehousing plants in Chicago, has studied 
the possibilities in Kansas City and is confident that the ven- 
ture will prove a success. He has chosen H. H. Smith, at 
present vice-president and general manager of the Southwest 
Warehouse Corporation of Kansas City, as general manager 
of the Kansas City houses. Mr. Smith formerly managed the 
warehouse branches of Montgomery Ward & Co. and the Mid- 
land Warehouse & Transfer Company. 

With the expansion in Kansas City, the Crooks Terminal 
Warehouses will control approximately 600,000 square feet of 
strictly modern warehouse space. 





REFUSES TO PERMIT ABANDONMENT 


The Colorado & Southern Railway Company has been re- 
fused permission by the Commission to abandon its Buena Vista- 
Romley branch in Chaffee county, Colorado. The line is about 
29 miles long. The Commission said the abandonment of the 
branch would deprive a large section of the benefits of rail 
transportation, would end the development of the resources 
tributary to the line and would probably result in the abandon- 
ment of the mining district served by the line and in the loss 
of large investments heretofore made. It said while the opera- 
tion of the line for the last four or five years had resulted in 
substantial losses, the record afforded some assurance that the 
conditions which produced that result were changing and that 
future operations might show a more favorable return. 
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It has appeared to The Traffic World that it might be of assistence 


to local agents if it would attempt to answer questions that may perplex 


some of them. We have, therefore, employed a local freight agent of 


long ¢ ience who will give his attention to such matters. Questions 
should be addressed to the editor of The Traffic World. They should be 
brief and clear. Names of the inquirers will not be used. If there does 
not seem to be sufficient demand for this service it will be discontinued. 
Only questions from suscribers will be considered, of course. 


Help for Local Freight Agents 





Q.—If a shipment moving from one point in a state to an- 
other point in the same state passes out of the state in moving 


between the two points, is it deemed an interstate shipment? 
A.—Yes. 





Q.—Is a switching line entitled to reclaim the per diem 
allowance on cars of its ownership when tendered to it to be 
switched on account of another line? 


A.—A road cannot reclaim the allowance for use of its own 
cars. 





Q.—If a car received from a connecting carrier must be 
cleaned and disinfected on account of federal or other regula- 
tions, can receiving line clean and disinfect the car at the 
expense of the delivering line? 


A.—If tariff so provides, expense should be charged against 
shippers or consignee. If not, expense should be prorated be- 


tween the roads participating in the waybill revenue of the 
loaded car. 





Q.—Reference is made in your column July 15, 1922, and 
particularly to answer to question as to accounting for cars 
under average agreement consigned “John Smith cjo John Doe.” 
We cannot agree with you that in every case cars so billed 
should be placed on the average demurrage agreement of the 
party to whose care assigned, as it is possible that the charges 
may be paid and car unloaded by the party to whom billed. 
In our opinion, carload so billed should be placed on the average 
demurrage agreement of the ultimate consignee. 


A.—The original question was answered- on the assumption 
that car was to be unloaded by the party to whose care it was 
consigned. In cases such as cited by you, it would not apply 
and should be placed on the average demurrage agreement of 
the ultimate consignee. In connection with this, the Interstate 
Commerce Commission has held that no average agreement may 
properly combine, in one account, the cars of more than one 
consignee; each average agreement must cover the business of 
one consignee only. Demurrage agreements may not lawfully 
be made with draymen or with public elevator serving various 
consignees. This is not intended to prohibit the application of 
tthe average agreement at a public elevator or warehouse so far 


as it applies to cars consigned to the elevator or warehouse 
company. 





Q.—John Jones is moving to, say, St. Louis, and he brings 
down his household goods to the station to be shipped. Some 
of John’s belongings are of fair value and he has crated or 
prepared them for shipment so they will meet the requirements 
of the classification. But the balance, John knows, are not 
worth very much and he has not crated or prepared them for 
shipment in accordance with the rules of the classification. The 
agent, of course, tells John he cannot accept them; then John, 
of course, gets sore and, after calling the agent and the rail- 
road company everything he can think of, says he is willing 
to sign a release, or agreement, or statement, on the face of 
the bill of lading that he will not hold the railroad company 
responsible for loss or damage to this part of the shipment 
while in its possession due to his failure properly to crate or 
prepare them for shipment. Would a statement signed on face 
of the bill of lading in a case of this kind be binding, and 
would John be able to recover damages from the carrier under 
such circumstances? 


A.—Household goods must be prepared for shipment as 
required by note 3 appearing in Consolidated Freight Classifica 


tion. Goods not so prepared should not be accepted, regardless 
of shipper’s willingness to release carrier. 





Q.—What point is termed a lawful delivery point of an 
L. C. L. shipment in the warehouse? Is any place in the ware 
house considered a delivery point or must the railroad com- 


pany’s force deliver the goods to the door on delivery side of 
warehouse? 


A.—Any place.in warehouse, in our opinion, would not be 
considered a delivery point. Ordinarily, goods should be deliv- 
ered to the tail gate of the vehicle. 
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SUBSIDY THIS SESSION? 


The Trafic World Washington Bureau 


Chairman Lasker of the Shipping Board said this week that 
he did not anticipate postponement of consideration of the ship 
subsidy bill until the next session of Congress. He said he had 
been unable to find any evidence that the bill would not be 
taken up at the present session. The chairman remarked that 
for the present everybody was thinking of the strike situation. 
President Harding has been giving his entire time to consid- 
eration of the industrial situation and has held no conferences 
recently on the ship subsidy bill. 

A policy of opposition to the Harding ship subsidy bill has 
been determined on by the Democratic National Committee. 
The committee will issue statements from time to time setting 
forth reasons why the measure should not become law, it was 
said at the headquarters of the committee in Washington. This 
action is regarded as significant, because it means the Demo- 
cratic party will oppose the bill practically as a unit. Some 
Democratic members of Congress, however, will support the 
bill. In the first statement issued by the committee the attack 
of Senator Fletcher, of Florida, which was set forth in part in 
The Traffic World in a previous issue, was reviewed. The 
statement declared that among those opposed to the bill were 
Edward N. Hurley, former chairman of the Shipping Board, 
and James Farrell, president of the Foreign Trade Council. 


CONCLUDE HEARINGS ON SECTION 28 


The Trafic World Washington Bureau 


The Shipping Board has concluded its hearings on section 28 
of the Jones act, which provides for preferential rail rates on 
exports and imports carried in American bottoms and which may 
be, applied when the board decides there is adequate American 
tonnage to meet the provisions of the law. A great deal of 
opposition to application of the section developed in the hear- 
ings. The last of the hearings were held on the Pacific coast, 
where there was strong opposition from a number of ports. The 
indications are that the board will take its time in going over 


the testimony and that a decision probably will not be reached 
for some time. 





SHIPPING BOARD CHANGES 


The Trafic World Washington Bureau 


A. D. Lasker, chairman of the United States Shipping Board, 
has made the following announcement of changes in the person- 
nel of the Emergency Fleet Corporation: 


H. S. Kimball, New York, vice-president in charge of finance, has 
resigned, to become effective at once. He will, however, act as fiscal 
agent of the Fleet Corporation in New York, where its largest 
accounts are located and where negotiations are now being carried 
out for settlements with the pioneer purchasers. He will be suc- 
ceeded by his assistant, Col. Joseph W. McIntosh, Chicago, former 
chief of subsistence of the U. S. Army, who now becomes a trustee of 
the Fleet Corporation. 

Edward P. Farley, Chicago, vice-president in charge of sales, has 
also resigned, to become effective at once. Mr, Farley, it is under- 
stood, is to return to private business. He will be succeeded by Sidney 
Henry, of Baltimore, now director of sales, who now becomes a trustee 
of the Fleet Corporation. Mr. Henry is a graduate of the Naval 
Academy, class of 1901, and after leaving the navy was appointed vice- 
president of the Baltimore Dry Docks and Shipbuilding Co., from 
which place he came to the Fleet Corporation. 

Mr. Lasker stated that Vice-President J. Barstow Smull, in charge 
of charters and allocations, has been elected president of the Fleet Cor- 
—— and W. J. Love, now vice-president in charge of traffic, has 
een named vice-president and general manager. 

Referring to the reported severance of the connection of August 
I’. Mack with the Fleet Corporation, as district manager of the New 
York district, Mr. Lasker stated that Mr. Mack had agreed to remain 
with the Fleet Corporation for an indeterminate period. 

Ralph V. Sollitt, Peru, Ind., assistant to the chairman, has been 


elected a trustee of the Fleet Corporation to represent the chair- 
man’s office. 


Messrs. Smull and Love have been considering terminating 
their connection with the Fleet Corporation but have decided to 


remain with the board for an additional period, Chairman 
Lasker said. 


INTERCOASTAL RATE WAR 


Officials of the Shipping Board say there will be no effort put 
forth by the board to effect a settlement of the rate war which 
resulted from the break-up of the Atlantic Intercoastal Confer- 
ence when the American-Hawaiian Steamship Company withdrew 
from the conference. The view of the board officials is that the 
situation will have to adjust itself. 

Some action probably will be taken soon by the Shipping 
Board on the protest of the private shipowners in the inter- 
coastal trade against the oneration of Shipping Board vessels in 
that trade. 

“Since the intercoastal rate war broke out a month ago,” 
says a statement issued by the San Francisco office of the Atlantic 
Gulf and Pacific Steamship Corporation,” there has been much 
discussion as to which line or group of lines would be first to 
show the white feather. The older companies have tried to 
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create the belief that the so-called ‘smaller lines’ would have dif. 
ficulty in surviving the struggle. As a matter of fact, the newer 
companies have every reason to be confident. 

“The primary reason for this condition is that the newer 
fleets, in general, are carrying more cargo to the deadweight ton 
of shipping employed. In other words, they are operating more 
economically, with less waste space. Capital charges, main- 
tenance, and operation are considerably greater for a large fleet 
than for a small one. This disadvantage is offset by the ability 
of the larger fleet to carry more cargo, but if, in fact, it carries 
no more than the smaller, then size may prove to be an actual 
handicap. Full loading, and nothing else, pays dividends. 

“The history of the United States intercoastal trade for the 
last eighteen months is a story of steady gains by the new com- 
panies at the expense of the old, until today finds the Atlantic 
Gulf and Pacific, Williams Line, and Crowell and Thurlow lead- 
ing all conference lines in the number of tons of cargo carried 
tc the deadweight ton of ship. 

“We have collected data from the Panama Canal Record, the 
official publication of the Panama Canal, showing in detail the 
cargoes handled by each intercoastal line since January 1, 1921, 
upto June 14, 1922. These data, taken for periods of six months, 
show how the newer lines have improved their position. The 
first table is for the period January 1 to June 30, 1921: 


Percentage Percentage D/W of 


of D/W Ton- of tonnage Shipping 
WESTBOUND 


nage operated carried Operated 
Atlantic Gulf & Pacific SS Corp... 12.6 17.9 584 
CO Bie II ore cccrerercreicverersiernaasee es ee 
NUNS. HUI No eikigic cc ccctipe-esic ese 19.0 24.1 031 
North Atlantic & Western SS Co... 17.2 16.7 411 
PACIC BES OO 1OO. oie se bog cles oe eincs 14.1 13.0 387 
United American Line............... 28.5 15.5 .228 
Ae Bs Se aS ee ee eee 08.6 12.8 606 

EASTBOUND 

Atlantic Gulf & Pacific SS Corp..... 16.9 47.1 .069 
Crowell @& Thuriow' SS Corp.......... ..:. ree mers 
FS 2 eae 22.3 25.8 .643 
North Atlantic & Western SS Co.... 22.3 20.1 .503 
go = = fo ee 08.7 05.9 596 
United American Lines.............. 24.1 21.2 495 
NOPE, TI a oo oo or 6cc ss 00:8 on wmemeere 08.3 09.9 669 


The following tables are for the corresponding period: January 1, 
1922, to June 14, 1922. 


Percentage Percentage Tons cargo 


of D/W Ton- of ton- D/W of 

= nage nage shipping 
WESTBOUND ee ae carried operated 
Atlantic Gulf & Pacific SS Corp.. 10.3 12.1 526 
Crowell ~& “FHRUPIOW «... 6. c ccc sae cee 07.9 10.0 550 
RUCMONECR, TE CO 6. io:ee0's oca-w 0 ves wiecis 30.2 27.9 -410 


North Atlantic & Western SS C 


Oss. . BBS 14.3 -490 
Pacific Mail SS Co 


BE eer 05.8 04.3 344 
United American Line.............. 25.3 19.6 343 
WRPIIIINR, TIRE, Qo racers: nieve. sversin-ecareier@acaie's 07.1 12.2 666 

KASTBOUND 
Atlantic Gulf & Pacific SS Corp.... 12.9 13.6 542 
Crpmem @& Dreier. 6.4. f.6 eos dea’ Gch 09.1 12.8 699 
RUC UIONNEPCNE” ME ONES occ c ce ccs cee te cs 35.0 29.4 429 
North Atlantic & Western SS Co.... 15.5 16.8 039 
x Oe: See eee ae 05.2 02.8 274 
United American Lines.............. 14.5 13.8 AGS 
Bg ee a ae a eee ee ee 07.8 10.8 689 


“In these tables the Isthmian and Dollar lines are noi in- 
cluded, as both are non-conference lines and the former, although 
one of the principal operators, handles largely products of the 
United States Steel Corporation, its parent company. 


“The Isthmian, Luckenbach and United American Lines 
(American Hawaiian Steamship Company) overshadow all other 
intercoastal operators as to deadweight tonnage of shipping. It 
will be interesting, therefore, to ascertain what Luckenbach and 
United American (Isthmian being included because of its non- 
membership in the conference) have been able to do in compe 
tition with the newer companies. 


“In the westbound trade for the period January ist to June 
30, 1921, Luckenbach operated 19 per cent of the deadweight ton- 
nage, handled 24.1 per cent of the cargo and carried 531 tons of 
cargo to the deadweight ton of shipping. In the next six months 
its deadweight tonnage operated rose to 32.1 per cent, due to di- 
version of vessels from its European service, but its percentage of 
cargo rose only to 29.1 and the cargo carried to the deadweight 
ton fell to .301. In other words, Luckenbach was unable to fill 
its large fleet. For the period January 1 to June 14, 1922, its 
deadweight tonnage was 30.2 per cent; it handled 27.9 per cent 
of the cargo and carried .410 tons of cargo to the deadweight ton. 

“In the eastbound trade for the three periods the Lucken- 
bach Line’s record is percentage of deadweight tonnage operated, 
22.6, 34.6 and 35.0; percentage of cargo handled, 25.8, 35.5, 29.4: 
tons of cargo to the deadweight ton of shipping .648, .611, .429. It 
is plainly to be seen, therefore, that the Luckenbach Line has not 


commanded freight commensurate with the tonnage empleyed in 
the trade. 


“The American-Hawaiian’s showing was not so good. Its rec: 
ord in the westbound trade for the three periods (two halves of 
1921 and 1922 up to June 14th) is as follows: Percentage of 
deadweight tonnage operated, 28.5, 27.4, 25.3; percentage of cargo 
handled, 15.5, 20.1, 19.6; tons of cargo to the deadweight ton 
of shipping, .228, .242, 348. In the eastbound trade the American- 
Hawaiian for the same three periods showed: percentage of cars0 
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San Diego, Los Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 
Coast Ports via Panama Canal 
SS “‘REDONDO”’ From the Gulf, Sailed July 28th 
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handled, 21.2, 14.4, 13.8; tons of cargo to the deadweight ton of 
shipping, .496, .479, .466. 

“The accomplishment of some of the newest companies af- 
forded a singular contract. The Atlantic Gulf.afid Pacific in the 
westbound trade for the three periods carried these tonnages of 
cargo to the deadweight ton of shipping: .594, .567, .526; in the 
eastbound trade: .569, .633, .642. The Williams Line in the west- 
bound trade for three periods carried these tonnages of cargo to 
the deadweight ton of shipping: .606, .582, .666; in the eastbound 
trade: .669, .793, .698. 

“The case may be submitted on these figures with little argu- 
ment. It is manifest that companies that can make records such 
as these have demonstrated their ability to compete with the 
colder lines; have proved that mere size cannot overshadow them 
and, least of all, terrify them; and have, in short, made records 
that justify the complete confidence of shippers generally. But 
it would be unnecessary to dwell on these facts were it not evi- 
dent that some portions of the public believe that size is synono- 
mous with strength. 

“The Atlantic Gulf and Pacific is in the intercoastal trade to 
stay. The same doubtless may be said of other new lines, al- 
though they are competent to speak for themselves. Rate wars 
cannot terrify these companies because they are handling cargo 
more economically than their older competitors. At the same 
time, the Atlantic Gulf and Pacific recognizes that, on the basis 
of last year’s rates and volume of cargo, all intercoastal lines, as 
rates stand today, face a total constructive loss of $21,000,000 a 
year. Of more importance to the business community is the fact 
that the disorganized freight situation has compelled merchants 
of the Pacific Coast to assume enormous losses, due to stocks on 
hand at the outbreak of the war having to be sold at prices com- 
mensurate with the reductions in rates. For that reason the At- 
lantic Gulf and Pacific would welcome stabilizing influences. But 
until those who opened hostilities manifest a disposition to call 
quits, the Atlantic Gulf and Pacific will continue to carry on.” 


PORT TERMINAL CHARGES 


The Trafic World Washington Bureau 


In a brief filed by George S. Lovejoy, in behalf of the Ameri- 
can Warehousemen’s Association, in No. 12681, the Commission’s 
investigation into charges for wharfage, handling, storage and 
cther accessorial services at south Atlantic and Gulf ports, he 
asked the Commission to make five findings, as follows: 


1. That the carriers should establish rates for wharfage han- 


dling and particularly storage on a basis that properly reflects 
the cost of service. 
2. That terminal charges be separated from the line haul 


charge even though absorbed and that discrimination against 
members of the American Warehousemen’s Association be dis- 
continued. 


3. That the wharf facilities now furnished free of expense 
to vessels should be charged for. 

- That it is to the best interest of the carriers that termi- 
nal facilities now available should be used to the point of satura- 


tion before they make further expenditures for such facilities 
of their own. 
5. That private warehousemen at the ports should be put 


on a parity with public docks as to absorption and other charges 
whenever the private warehouse is willing to comply with the 


pene b ules and regulations as the public dock, and makes request 
nerefor. 


The Commission’s investigation was undertaken at the re- 
quest of the river and harbor section of the War Department 
on the general allegation that the failure of the railroads to 
make proper charges for the use of their port terminal facilities, 
other than those which were recognized as being properly fur- 
nished in connection with the operation of a common carrier, 
made it impossible for private capital to go into the business 
of furnishing port terminal facilities, because such facilities 
would be used only in times of great congestion in the railroad- 
owned terminals, and not in ordinary times, because those need- 
ing such facilities would use the facilities of the railroads so as 
to keep down their expenses. The suggestion of the War De- 
partment was that because the railroads were not charging 
enough for the services and facilities furnished by them, they 
themselves could not afford to make adequate provision for the 
development of the ports nor could private capital come in and 
supply the need because it would not receive an adequate return. 








NEW SERVICE FROM MOBILE 


With the sailing of the “Sudbury,” August 19, from Mobile, 
Page & Jones, agents for the United American Lines, will inau- 
gurate an intercoastal service to and from points on the Pacific 
coast of the United States, employing A-1 steel steamers. They 
have assigned the “Sudbury” with the “Mystic” and other ves- 
sels as required, for the exclusive trade between Mobile and 
New Orleans and the Pacific coast. The “Mystic” will be the 
second vessel, sailing from Mobile September 15, and from New 
Orleans a week later, and fortnightly sailings will be main- 
tained. The interior organization of Page & Jones at Birming- 
ham, St. Louis and Kansas City, as well as the interior offices 
of the United American Lines, are now in position to furnish 
information as to rates, sailings, etc., regarding this service. 
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PARCEL POST INDEMNITY 


The Trafic World Washington Burcay 


“American ¢itizens-sending “parcel..post pac to Mexico 
ro longer need worry about them being lost.” ” the Post Office 
Departmentjsaid in“@statemetit this’ week. * 

“Effective on the first of Julyy@ regular reuliterall indemnity 
will be paid by the Post Office Department for packages sent 
to the Central American republic that disappear while in transit, 
This notice was sent all postmasters August 1 by Third Assist- 
ant Postmaster-General Glover. 

“The indemnity as fixed by a treaty between the United 
States and Mexico, which has been recently ratified, provides 
that on parcel post packages lost, damaged or rifled on their 
way to Mexico a sum not exceeding $5 will be paid upon every 
parcel weighing up to eleven pounds and a sum not exceeding 
$10 on parcels exceeding eleven pounds up to twenty-five pounds, 
This service to the American public is another result of the 
recent Pan-American Principal Convention and the Pan-Ameri- 
can Parcel Post Convention concluded at Buenos Aires last year. 

“The same registry indemnity is also given persons sending 
parcel post packages to El Salvador, South America, beginning 
August 1. Heretofore parcels shipped to these two countries 
by American citizens had to take their chances on reaching 
their destinations safely without guarantee from the Post Office 
Department or any compensation to the senders in the instance 
of their loss.” 


EXPORT STEEL RATES CUT 


The Trafic World Washington Bureaw 


The Commission permitted a 10 per cent reduction in ex- 
port rates on iron and steel to go into effect from Official Classifi- 
cation territory points of origin to north Atlantic ports August 
1, notwithstanding protests from Charleston, S. C., and Jackson- 
ville, Fla., commercial interests. They said the reduction, if per- 
mitted, would break the port equalization which some of the 
southern lines brought about before government control, to some 
of the southern ports, and which the Railroad Administration, 
during control, brought about as to all southern ports. 

Lowered rates apply on manufactured iron and steel articles, 
billets, articles taking billet rates, pig iron, iron and steel rails 
and iron and steel cross ties. 

The Commission held that, inasmuch as the rates to south 
Atlantic and Gulf ports were not directly involved in the pro- 
posals of the lines serving the north Atlantic ports, it could not 
pass upon the question raised in a protest against rates to north- 
ern ports, especially when the reductions were made with a view 
to establishing a prior relationship. 

North Atlantic port rates did not go down July 1 when nearly 
all rates were cut 10 per cent because they had been subjected 
to a reduction of 25 per cent since August 26, 1920. The rates 
to southern ports for export did go down on that day. The rela- 
tionship to be restored, primarily, was that between domestic 
and export rates. 

Relationship was broken as between the ports, on traffic 
from points of origin in Official Classification territory, when, as 
a result of Ex Parte 74 rates to the northern ports went up 40 
per cent, while to southern ports they went up only 33 1-3 per 
cent. The 25 per cent reduction to the northern ports was made 
September 6, 1921. That was intended as a restoration of rela- 
tionship between the ports, while the 10 per cent cut was in- 
tended as a restoration of relationship between export and do- 
mestic rates. 


SALE OF WOODEN SHIPS AS JUNK 


The Shipping Board will receive bids up to noon, August 20, 
on 236 wooden ships, 221 of which are tied up at Claremont, Va., 
2, at Beaumont, Tex., and 13 at Orange, Tex. The ships will be 
sold on the express condition that they will be dismantled as 
steamships promptly. The sale will impose no restriction on the 
disposition of the hulls. The Shipping Board has received $98, 
637 in receipts from the sale of surplus material at Tacoma, 
Wash. 





DEATH VALLEY STOCK 


The Commission has denied the application of the Death Val- 
ley Railroad Company for permission to issue, from time to time, 
capital stock it may deem necessary to retire all its outstand- 
ing first mortgage sinking fund 5 per cent bonds, as they become 
due and payable, or such amount of its capital stock as may be 
required, when the proceeds thereof can be used in conjunction 
with the sinking fund, to retire 100 of those bonds, which. ma- 
tured March 1 last. 

In view of the large amount of cash on hand, $193,140, the 
Commission said it was unable to find that the proposed issue 
of stock was reasonably necessary for the purpose of retiring 
the outstanding bonds. It said the sum mentioned, shown in the 
balance sheet as of December 31, 1921, was not carried in any 
special fund, and the carrier gave no reason for not using part 
of it for paying the bonds to be retired. 
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NAWSCO LINES 


INTERCOASTAL | Stavice 


PORTLAND 
BOSTON 
PHILADELPHIA 


and 


LOS ANGELES 
SAN DIEGO 
SAN FRANCISCO SEATTLE 
OAKLAND TACOMA 
VANCOUVER 


FAST 
REGULAR 


NEW YORK 
BALTIMORE 


PORTLAND 
ASTORIA 


NORTH ATLANTIC AND WESTERN S.S, CO. 


Owners and Operators, U. S. Shipping Board Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 So. 4thSt. | PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. CHICAGO: 112 W. Adams St. 


or ADMIRAL LINE Pacific Coast Ports 





“Ship by Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle and Tacoma 


New York, einen 
Norfolk, | Philadelphia 


ni bills of lading issued to 
San Diego, Oakland, Stockton, and Sacramento, Calif.; 
Hawaiian and Far East Points; Astoria, Ore.; Grays Harbor 
and Puget Sound Ports, Wash.; ; Vancouver and Victoria, B.C. 


For rates, Dates of Sailing and other indeauetion apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York Telephone, Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. _— Pittsburgh, Pa. Cleveland, Ohio 

39 South St. Drexel Bldg. Oliver Bldg. Marshall Bldg. 
And at our Branch Offices at ports of call, etc. 
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International and Great 
Northern Railway Company 


JAMES A. BAKER, Receiver 


Houston, Texas, July 28, 1922. 
TO SHIPPERS AND CONNECTING LINES: 


Referring to Interstate Commerce Com- 
mission Service Order No. 22: 


We take this method of advising you 


that we are handling all classes of traffic 
currently without congestion or delay of 
any description and without necessity for 
the issuance of embargoes. 


We use oil burning locomotives, there- 
fore, are not dependent on coal for fuel. 


Our service has not been affected by 
the strike of the coal miners or shop crafts. 
All trains being operated substantially on 
schedule time. We are prepared to handle 
promptly all traffic that may be tendered us. 


HORACE BOOTH, 


Traffic Manager. 

















Pacific Mail Steamship Company 


PASSENGER AND FREIGHT SERVICE 
NEW YORK LINE 
Calling at Manzanillo, San Jose de Guatemala, Acajutla, La Libertad, Corinto, 
Canal Zone, Havana, Baltimore, Norfolk, New York, and Philadelphia. 
bag nm SAILINGS — SAILINGS 


w York Baltimore Hostel San rancion LosAngeles 
aire MALTA y Ay 5 Aug. 1 Aug. 3 SANTA ANA, Au Aug. 17 


OLOMBIA . Aug. 15 Aug. 7 Aug. 16 ECUADOR, aot 3 Aug. 31 
SANTA CLARA Aug. 26 Aug. 23 Aug. 24 COLOMBIA, Sept.15 Sept. 17 


Thereafter every 10 days OFFICES: 

re Hoge Building Norfolk . . . . Southgate Fwd. & Stg. 

Baltimore . Continental Building Cleveland . . . . 613 Engineers Bldg. 
Pittsburgh ...... Century Bldg. 


PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexice, Central America and Canal Zene. 
S.S. CUBA sails from San Francisco August 9th 
and Sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 
10 Hanover Square, New York 508 California St., San Francisee 
503 Se. Spring St., Alexandria Hotel, Los Angeles 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 
San Francisco to se ye Kobe, Shanghai, 
Passenger and Freight Sailings by New and Luxurious U. S. 
Shipping Boe Liners: 
§.S. President Cleveland (-cciden'sa) sails Aug. 12 
§.S. President Wilson (-csrire'Ste) . Sails Sept. 2 
S.S. President Taft (vovs) sails Sept. 12 


§.S. President Lincoln (. erm ‘) . Sails Sept. 23 
and every 14 days dead 
Threagh bills of lading issued to and from points beyond porte ef call 
Per rates and other information apply to any railroad or tourist agency, or te 
PACIFIC MAIL STEAMSHIP Co. 


508 California St., San Francisco 10 Hanover Square, N. Y. 
3 So. Spring St., Alexandria Hotel, Los Angeles 


Managing Agents: U. S. SHIPPING BOARD 
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Personal Notes 














R. B. Hoffman has been appointed superintendent trans- 
portation for the Pacific Fruit Express company, with headquar- 
ters at Chicago, with jurisdiction over car service matters in 
territory east of Omaha, Neb., and El Paso, Tex. 

J. J. Finney has been appointed to the newly created posi- 
tion of chief of tariff bureau for the El Paso & Southwestern 
System. 

T. H. Lange has been appointed traffic manager for the 
Pawling & Harnischfeger Company, Milwaukee. 

Glenn E. Plumb, counsel for the railroad labor organizations 
and author of the Plumb plan of ownership and operation of 
railroads, died at his home in Washington August 1, after a long 
illness. 

The Central of Georgia has announced the appointment of 
H. R. Westmorland as contracting freight agent, with headquar- 
ters at Memphis, Tenn., and of N. J. Gant as contracting freight 
agent, with headquarters at Nashville, Tenn. 

The Western Forwarding and Distributing Company has 
announced that it has discontinued operations, its forwarding 
activities having been turned over to the Universal Carloading 
and Distributing Company. 

The Traffic Club of Chicago has announced the indefinite 
postponement of the outing at Grand Beach, Mich., scheduled 
for August 15, 16 and 17, because of conditions resulting from 
the rail and coal strikes. 


INTERLOCKING DIRECTORATES, ETC. 


G. R. Brubaker has obtained permission to retain his posi- 
tions with the Detroit, Toledo & Ironton and Toledo-Detroit 
railroads. 

The Commission has authorized Albert J. Raynes to hold 
the positions of comptroller of the Coos Valley Railroad and 
the Upper Coos Railroad of Vermont, in addition to positions 
previously authorized. 





Editor The Traffic World: 

One of the fundamental principles we all learned in the study 
of freight traffic management was that the packing, marking and 
description of freight was of no little importance. We all know 
that the classifications specify a certain class for an article “SU” 
and another for the same article “KD.” 

Before I go ahead with my suggestion allow me to illustrate 
my point. 

Can a traffic manager of a dry-goods manufactory step from 
his position to a similar one of a hardware concern with as thor- 
ough knowledge of how to pack, mark and describe this class of 
freight as he would have with shipments of dry-goods? 

You might say he has shipping clerks and loaders to attend 
to that, which is correct. Still, one must consider that the man 
who wields the hammer to crate or box a shipment of any article 
of any business may not know which of the two mentioned pack- 
ings will take the lower rate. He may know how to pack his 
product correctly as far as the verb “pack” is concerned, but does 
he know how to pack it so as to get the lowest classification? 
That’s the traffic manager’s job—to see that he does pack it to 
secure the lowest classification. 


Let a dry-goods T. M. answer this question: 


The rate, C. L., commodity, from “A” to “B” on a certain 
article is 25 cents. The sales manager is quoting on a shipment 
from his mill at “A” to destination “B.” What is the rate the 
traffic manager should give him? 


Doubtless, as the tariff states a rate of 25 cents this would 
be the rate to include in his sales quotation. But 25 cents is not 
the rate to give; 50 cents is the correct rate to include in the 
sales quotation. 


I have in mind a commodity of which I have shipped numer- 
ous cars. Men in the business will, perhaps, readily understand 
just what commodity I mean. But I am not going to be too 
specific; I might “spill the beans.” 

To answer the above question: The correct rate, as stated 
above, would be 50 cents or twice the amount of the rate quoted 
in the tariff; that is, 50 cents would be the rate to include in the 
gross amount of the quotation and 25 cents would be the rate to 
enter on your bill of lading. This product is sold “dry.” It is 
shipped “wet.” Say we load the car with 60,000 pounds of this 
commodity. At destination the buyer makes a test and finds that 
the article is 60 per cent “product” and 40 per cent water. We 
sold him the goods at a “dry” price, and he would therefore pay 
for 60 per cent of the “wet” weight, which would be 36,000 pounds. 
Therefore, since you will receive value for only 60 per cent of 
the shipping weight of the car, why should you stand the expense 
of shipping 40 per cent water, for which you do not receive value? 
Why not double the tariff rate included in your sales quotation to 
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take care of this—shall we call it “dead freight’”— and let the 
buyer take care of this “dead freight” in the invoice-price? 
Further to explain the matter, let’s tabulate the facts. 


Weight shipped at 25c per 100 Ibs. 60,000 Ibs......... $150.00 
Buyer pays for 60% of 60,000 lbs. or 36,000 Ibs. at 25c. 90.00 
Since you have not doubled your rate you stand to 


ae a i ee Oe Oar A Cae 60.00 
Let us double our rate, and we find that the buyer 
pays; s0c per 106 Ibe. for 36,000 166... .....cccecs 180.00 


You, therefore, in this instance, have gained on him to 


peed  agmaaas of $30.00 over and above the real cost of shipping the 
rticle. 


I trust that the above questions and explanations will suffice 
to explain just how the dry-goods and the other commodity traf. 
fic managers know little about each other’s business of “packing, 
marking and describing” freight. 

How can they become familiar with each other’s methods? 

When the members of traffic clubs get winded talking in 
terms of “horizontal reductions,” “St. Lawrence waterway” and 
“fourth-section violations” let them move to have, at each meet- 
ing, a traffic manager address them as to the “packing, marking 
and description” of his particular commodity, and perhaps liter- 
ature on the subject distributed. The T. M. of the “Upstate Tail- 
oring Company” can then spend his leisure hours learning why 
his friend, the T. M. of the “Downstate Company” quotes a rate 
of 50 cents when the “lawfully published rate” is only 25 cents. 

Ernest C. McKeel, 


Caribbean Petroleum Co. 
Maracaibo, Venezuela, S. A., July 17, 1922. 


REVENUE FREIGHT LOADING 


: Car loading the week ended July 22—the third week of the 
railway shopmen’s strike—exceeded that of the preceding week 
when a record was established in the total loading of all com- 
modities, exclusive of coal. The total in the week ended July 22 
was 861,124 cars as compared with 860,907 cars in the preced- 
ing week, and 788,034 and 928,418 cars, in the corresponding 
weeks of 1921 and 1920, respectively. 


Coal loading dropped from 77,334 cars to 76,060 cars, as 
compared with the preceding week. Grain and grain products 
jumped from 48,911 to 57,566 cars. There were decreases in the 
loading of live stock, ore and merchandise, L. C. L., and in in- 
creases in the loading of coke, forest products and miscellaneous. 

The loading by districts in the week ended July 22 and in 
the corresponding week of 1921, as reported by the car service 
division of the American Railway Association, was as follows: 

Eastern district: Grain and grain products, 11,673 and 
10,228; live stock, 2,622 and 2,526; coal, 8,547 and 41,066; coke, 
1,873 and 793; forest products, 5,399 and 4,258; ore, 8,051 and 
3,023; merchandise, L. C. L., 69,886 and 56,365; miscellaneous, 
92,964 and 70,678; total, 1922, 201,015; 1921; 188,937; 1920, 228,161. 

Allegheny district: Grain and grain products, 4,082 and 
4,171; live stock, 2,429 and 2,502; coal, 16,962 and 44,723; coke, 
4,460 and 1,857; forest products, 3,131 and 2,401; ore, 12,535 and 
7,093; merchandise, L. C. L., 49,204 and 42,584; miscellaneous, 
77,147 and 51,486; total, 1922, 169,950; 1921, 156,817; 1920, 889,189. 


Pocahontas district: Grain and grain products, 253 and 
254; live stock, 200 and 203; coal, 19,037 and 19,884; coke, 269 
and 81; forest products, 1,363 and 1,349; ore, 27 and 22; mer- 
chandise, L. C. L., 5,141 and 5,105; miscellaneous, 4,200 and 
2,805; total, 1922, 30,490; 1921, 30,703; 1920, 34,639. 


Southern district: Grain and grain products, 5,160 and 
£,535; live stock, 2,155 and 1,919; coal, 15,440 and 19,371; coke, 
835 and 250; forest products, 18,586 and 13,245; ore, 1,117 and 
184; merchandise, L. C. L., 36,333 and 35,332; miscellaneous, 
37,544 and 33,611; total, 1922, 117,170; 1921, 109,447; 1920, 
126,335. 


Northwestern district: Grain and grain products, 11,621 
and 11,371; live stock, 8,074 and 6,632; coal, 8,170 and 6,423; 
coke, 1,917 and 469; forest products, 15,225 and 10,583; ore, 40,- 
256 and 21,878; merchandise, L. C. L., 30,246 and 27,151; miscel- 
laneous, 42,372 and 32,975; total, 1922, 157,911; 1921, 117,482; 
1920, 163,391. 

Central Western district: Grain and grain products, 18,003 
and 23,721; live stock, 9,385 and 8,311; coal, 4,900 and 14,105; 
coke, 411 and 160; forest products, 6,897 and 5,496; ore, 2,012 
and 698; merchandise L. C. L., 33,395 and 30,600; miscellaneous, 
47,528 and 38,434; total, 1922, 123,481; 1921, 121,525; 1920, 
126,282. 

Southwestern district: Grain and grain products, 6,754 and 
9,435; live stock, 2,640 and 2,163; coal, 3,004 and 4,233; coke, 184 
and 160; forest products, 7,911 and 5,726; ore, 409 and 709; mer- 
chandise, L. C. L., 15,305 and 15,075; miscellaneous, 25,900 and 
25,622; total, 1922, 62,107; 1921, 63,123; 1920, 60,481. 

Total, all roads: Grain and grain products, 57,566 and 64, 
715; live stock, 27,455 and 24,256; coal, 76,060 and 149,805; coke, 
9,949 and 3,770; forest products, 58,512 and 43,058; ore, 64,417 
and 33,607; merchandise, L. C. L., 239,510 and 212,212; miscel- 
laneous, 327.655 and 256,611; total, 1922, 861,124; 1921, 788,034; 
1920, 928,418. 
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Complete Warehousing Service 
With All Traffic Facilities 


Ship to Us In Carload 7 Daily Package Car System 
We Re-Ship In L. C. L. ay 








e 
a 
n 
d 
t- 
§ 
r- 
L- 
y 
e 
In Chicago—The Great Central Market 
Merchants’ Warehouse & Distributing Co. service assures the 
manufacturer and shipper of prompt, efficient and economical handling 
of merchandise. From our modern, fireproof building we are pre- 
pared to distribute goods to all parts of the U. S. and foreign 
countries, handling export as well as domestic shipments. : 
rs pudeme tor Untun ie a eens ae be ae Meee denen 
4s Railroad, i disposal. This road i i i i i 
“ eS at Pee ae SW Ghee ee ca ee A convenient Lehigh Valley night train 
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1g Some’ daune soe te on oa ee ee TION, in the heart of New York City, and 
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Lv. Newark Gaz“ 
Ly. Phi'ade'phia (Reading Ter.) 6:30 
ind Ar. Buffalo a6:15 A.M. 
ke, Ar. Niagara Falls 6:30 <“ 
ind Ar. Toronto (G.T. Ry.) 9:40 “ 
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“Nullification of the decision of the Supreme Court, ordering 
the dissolution of the Southern Pacific-Central Pacific combine 
would be of untold disadvantage to the mountain and middle 
western states, according to a letter from Governor Shoup of 
Colorado, received by Senator Phipps of that state,” the’ Cali- 


fornia Committee of Producers and Shippers said in a statement 
this week. 


“Similar letters and telegrams have been received from 
other senators from western and middle western states, urging 
that no action be taken by any federal agency to nullify the 
purpose of the Supreme Court decision.” 

Governor Shoup said in part: 


It is in my judgment greatly to the public interest and par- 
ticularly important to the state of Colorado and every community 
therein and inhabitant thereof, that said decision of the Supreme 
Court be promptly and completely carried into effect. The result 
will be to open the Ogden gateway, to greatly increase the traffic 
borne by through lines of transportation passing through Colorado, 
to build up and increase the importance and efficiency of said lines, 
and to add to the general prosperity of the state. 

It appears from newspaper reports and otherwise that the Southern 
Pacific is seeking by act of Congress or in some other manner to 
avoid or evade said decision of the Supreme Court and to render it 
ineffective to the end that it may retain its ownership and contro) 
of the Central Pacific and continue and perpetuate the intolerable 
conditions now existing. This, if accomplished, would be greatly 
to the detriment of the state of Colorado. 

Under these circumstances I deem it my duty as chief executive 
of the state of Colorado to bring the situation to your notice, and 
to request most earnestly that you oppose the passage of any law or 
the taking of any government action which would postpone, avoid, 
nullify, or diminish the effect of said decision of the Supreme Court 
of the United States. 


SETTLEMENTS WITH RAILROADS 


The Treasury Department announced this week that pay- 
ments under the transportation act to railroads had totaled 
$764,271,010.70, made up of $445,586,456.34 in guaranty payments, 
$314,693,943 in loans and $3,990,611.36 on account of reimburse 
ment of deficits. Payments to roads since July 1 and up to 
August 1 were announced as follows: 


Section 204: (Deficits.) 


Biuities Comme y “TemrOae. CO. os ccc isc ccc ccc recvccccess $ 6,078.37 
Fernwood, Columbia & Gulf Railroad Co.................... 46,478.60 
Knoxville, Sevierville & Gulf Railroad Co.................. 5,009.25 
aumpin, Hemphill & Gulf Railway Co......cscccccsccccrces 6,517.07 
Mansfield Railway & Transportation Co.................... 14,802.09 
Nacogdoches & Southeastern Railroad Co.................-. 18,498.53 
eS a ee eee 17,977.70 


Section 209: (Guaranty.) 
ee NE Of: 2,246.20 
Bloomsburg & Sullivan R. R. Co 


aise diy was alae. lane adie. Meial abel WU iow ahaha 2,961.03 
Brownwood North & South Railway Co.................0.. 1,051.27 
Bennettsville & Cheraw Railroad Co...............ccccceees 6,319.94 
Fernwood, Columbia & Gulf Railroad Co................... 12,480.05 
Fort Worth & Rio Grande Railway Co.............cccceeees 31,885.67 
eee ee Be Bl ree ree 1,313,078.57 
Kansas City, Clinton & Springfield Ry. Co.................. 31,228.29 
Kansas City, Mexico & Orient Ry. Co. of Texas........... 84,715.19 
Kansas City, Mexico & Orient R. R. Co., receiver.......... 32,904.17 
. £ oe eee 20,864.90 
Port St. Joe Dock & Terminal Railway Co.................. 1,410.22 
eB a 17,226.86 
Bt. Louis, Ban Pramcisce & Texas Ry. Co... ....iccescwccsses 114,967.63 
St. Louis-San Francisco Railway Co..................ceees 855,449.76 


Section 210: (Loans.) 
Cisco & Northeastern Railway Co................cccccecees 27,863.00 
Tennessee Central Railway Co 563,000.00 

Section 212: (Partial Payments on Guaranty.) 

Port Bolivar tron Ore Railway Co. ... .. .... ccc cccicssecccccs 1,000.00 

TNE se ere ei ie wich eidlo cetera ae A A hoe $3,261,014.36 

The Railroad Administration this week announced a final 
settlement with the Baltimore & Ohio, which gave the Director- 
General its obligation, on account of additions and betterments, 
for $9,000,000. Other settlements were effected by the payment 
of the sums set forth to the following companies: Maine Cen- 
tral, $850,000; Portland Terminal, $850; Southern Pacific Ter- 
minal, $412,000; San Francisco & Portland Steamship Company, 
$54,000; Troy Union Railroad Company, $42,000; Leetonia Rail- 
way, $4,600; Okmulgee Northern, $1. 

The Railroad Administration announced that to date it had 
paid $152,259,146.73 in effecting final settlements with 252 rail- 
roads. Ten companies paid $11,182,142 to the Director-General. 

The Commission has certified to the Secretary of the Treas- 
ury that $78,372.69 was due the Chicago, Peoria & St. Louis in 
final settlement of the guaranty. It found the total due was 
$541,372.69 and that all but $78,372.69 had been paid. It certified 
that $26,534.07 was due the Sandy River & Rangeley Lakes in 
final settlement of a total of $36,534.07. 

The Commission has certified to the Secretary of the Treas- 
ury that $21,740.17 was due the Owasco River Railway under 
section 204 of the transportation act. 

The Commission has turned down an application of the 
Northern Liberties Railway under section 204 of the transporta- 
tion act for reimbusement of its deficit during federal control, 
the ruling being that the company is not a common carrier 
within the meaning of that term in the section. The Northern 
Liberties is controlled by the American Steel & Wire Company. 
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a subsidiary of the United States Steel Corporation. It serves 
only the plant of the wire company at Pittsburgh, Pa., the 
Commission said. 

The Commission has dismissed an application of the Chi- 
cago Union Station Company for compensation for the guaranty 
period on the ground that the results of operation for that period 
were reflected in the operating results of the tenant companies 
which the Commission said would be fully compensated for the 
guaranty period. 

The Commission has dismissed an application of the Abilene 
& Southern Railway Company for reimbursement of its deficit 
of $27,613 during the period of federal control. The Commission 
found that the carrier’s property had been under federal control 
during the entire period of federal control and that therefore 
the provisions of section 204, designed to take care of short 
lines which were under federal control for only a part of the 
federal control period, or not at all, were not applicable to the 
applicant. 

The company based its claim for reimbursement on an 
agreement between it and the Director-General that as to its 
property federal control should be regarded as having com- 
menced at midnight, June 30, 1918, and that the carrier would 
make no claim for the period between noon, December 28, 1917, 
and midnight of June 30, 1918. The Commission held that under 
the President’s proclamation the carrier was under federal con- 
trol between December, 1917, and July, 1918, and that the agree- 
ment set forth could not change that fact. 


C. 0. D. POSTAL SHIPMENTS 


Advertisements of certain firms and individuals that their 
merchandise may be sent by mail, collect on delivery, with the 
privilege by prospective patrons of inspection before acceptance 
and payment of charges have been condemned by Third Assistant 
Postmaster General Glover. 

Instructions were sent out to postmasters enioining them to 
report to the Post Office Department at once any firms or in- 
dividuals using. advertisements giving this guaranty. Post- 
masters were also instructed to refuse to accept for mailing any- 
packages containing labels stating the recipients may open 
the package before settling C. O. D. charges. 

Although this ruling has been in effect ever since the estab- 
lishment of the C. O. D. postal service, complaints have been in- 
numerable regarding the practice and the greatest difficulty has 
been experienced by carriers in convincing patrons on delivering 
packages that they are not entitled to open them. Decision of 
the Third Assistant Postmaster General to stop the publication 
of advertisements that merchandise may be examined is the first 
step in a campaign to straighten out a situation that has been a 
source of trouble to the postal service for years. 








LUMBER SHIPMENTS 


“Despite industrial disturbances caused by the strikes and 
anticipation of extensive curtailment of railway transportation 
facilities, the lumber movement for the week ending July 22, 
as reported by telegraph to the National Lumber Manufac- 
turers’ Association from eight regional softwood associations, 
was fairly up to expectation for this season of the year,” the 
association said. 

Although only 368 mills were reported in operation (as 
compared with a normal number about thirty larger) produc- 
tion was 224,534,859 ft., shipments, 214,745,867; and orders 206,- 
982,446; the increases over the same week of last year being 
respectively, 59,677,375, 65,524,393, and 69,447,550 ft. Corrected 
figures for the week ending July 15 show production to have 
been 219,131,971; shipment 221,781,681, and orders 186,755,891. 
The relative falling off in orders is doubtless attributable to 
the effects of the strikes. 

“Actual production was 94 per cent, shipments 91 per cent 
and orders 87 per cent of normal weekly production, for the 
mills of the associations that have normal production standards. 
Stated relatively to the reported production of all eight asso- 
ciations for the week, shipments were 96 per cent and orders 
92 per cent. 

“For the first 29 weeks of the year ending July 22, the pro- 
duction of lumber by the eight softwood regional associations, 
reporting weekly, was 5,901,915.595, shipments, 5,997,527,955 and 
accumulated orders, 6,357,825,589, the respective increases over 


the like period of 1921 being, 1,609,692,352, 1,685,050,176 and 
1,959,024,539 ft.” 





JUNE AUTOMOBILE PRODUCTION 


Figures received by the Department of Commerce show 4 
further increase in the June production of passenger automo- 
biles and trucks. The total production of passenger cars iD 
June, so far reported, amounted to 261,963, compared to 231,724 
in April. This is an increase of over 11 per cent for the month. 
The total truck production in June was 25,912 machines, com- 
pared with the revised figures of 23,803 in May. 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 
Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN S. E. LEONARD 


SS 
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The St. Louis 
Gateway! 


N your trade with the West 
and Southwest no factor is 
more important than the 

gateway through which your 
shipments must pass. 


Competition is keen and loss of 
time at the point of transfer may 
mean loss of business. 


A written request will bring you 
an informative and attractively 
illustrated booklet describing 
facilities which make 


ST. LOUIS 


The Strategic Gateway 


Between East and West 


It is to the interest of your 
business that you make a 
comparison of gateways be- 
fore routing your shipments. 


Eighty-seven per cent of the through 
“L.C.L.’’ freight routed via St. Louis 
departs the same day it arrives! 


More than 1,000 package cars 
loaded daily at St. Louis! 


The most complete system of modern 
freight handling facilities in America 


operated by the 


Columbia Terminals Company 


Agent for All Railroads Entering 


St. Louis 


a “Columbia Service” is pro- 
vided by facilities (represent- 
ing more than $2,000,000 in 
investment) which include 
nine “universal” off-track de- 
pots, modern warehouse and. 
forwarding facilities, and a 
fleet of modern tractors and 
semi-trailers. 






TO HAVE 
WHAT YOU WANT 
WANT IT 


WHEN YOU WANT IT 
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. 13954. Alton Mercantile Co. et al., Enid, Okla., vs. 


. 13958. 


. 13959. 


. 13962. E. 


. 13967. Alan Wood, Iron & Steel Co. et al., 


- 13969. 


Digest of New Complaints 


11818, Sub. No. 22, The Myers-Parsons Lumber Co., Cleveland, O., 
vs. B. & O. et al. ate e 

Against $10 lumber penalty charge from March 1, 1920, to March 
13, 1922, inclusive. Asks reparation. 


. 11818, Sub. No, 23. The Nicola, Stone & Myers Co., Cleveland, O., 


3. B. & O. et al. 
ve Against $10 lumber penalty charge from March 1, 1920, to March 
13, 1922, inclusive. Asks reparation. 

413953. Standard Oil Co. (Kentucky) vs. Alabama & Vicksburg 
et al. ‘ 

* Sepent and unreasonable rates on gasoline and refined oil from 
Shreveport, La., to Indianola, Miss., and Carrollton, Ky., and from 
Fort Worth, Tex., to Carrollton and Flemingsburg, Ky. Asks 
for determination of the legally applicable rates on shipments of 
gasoline and refined oils from and to the points named. , 
Alexandria & 
Western et al. rs ; : ‘ 

Unjust, unreasonable, prejudicial and preferential rates in viola- 
tion of Fourth Section on rice in carloads from points in Arkansas, 
Louisiana, Texas and Memphis, Tenn., to destination in Oklahoma. 
Asks cease and desist order, just arid reasonable rates and repara- 


ion. ‘ 
“13956, Pittsburgh Crucible Steel Co., Midland, Pa., vs. Director 
General, as agent, Pennsylvania, Western Lines. . 

Unjust and unreasonable rates on brick from Midland, Pa., to 
Pittsburgh, Pa. Asks for reparation. é 
13956. Chickasaw Lumber Co., Demopolis, 
General, as agent, Central of Georgia et al. ; 

Unjust and unreasonable charges on carload of yellow pine from 
Herndon, Ga., to Knoxville, Tenn., because of assessment of de- 
murrage. Asks reparation, 


Ala., vs. Director 


. 13957. Yolande Coal and Coke Co., Birmingham, Ala., vs. Director 


General, as agent, and L. & N. ae 

Unjust, unreasonable, excessive and discriminatory rates on coal 
from Rock Castle and Adger, Ala., to Yolande, Ala. Asks repara- 
tion, , 
Muncie Sand Co., Muncie, Kan., vs. Director General, as 
agent. mad 

Unjust and unreasonable and prejudicial rates on sand from 
Turner, Kan., to various destinations in Kansas City, Mo.-Kan. 
Asks reparation. : 

Edward L. Scheidenhelm, Chicago, vs. C. B. & Q. 

Unjust and unreasonable rates on sand from Dubuque, Ia., to 
Whitton, Ill Asks cease and desist order, just and reasonable 
rate and reparation, . ; ; 
43960. Crystal Springs Manufacturing Co., Crystal Springs, Miss., 
vs. Illinois Central et al. _ i vik: 

Unjust, unreasonable, discriminatory and prejudicial rates on 
box material and crate material from Crystal Springs, Miss., to 
Mobile, Ala. Asks cease and desist orders and just and reasonable 
rates and reparation. c 

Oe, 


13961. Powers Specialty 
Mount Morris et al. pie 

Unjust, unreasonable, discriminatory and prejudicial rates on 
steam superheaters and parts thereof, K. D., L. C. L., from Dans- 
ville, N. Y., to points in the three classification territories. Asks 
cease and desist order, just, reasonable and lawful rates and 
reparation. 


New York City, vs. Dansville & 


I. DuPont de Nemours 
Director General, as agent. ; ; 
Unjust, unreasonable, unduly preferential and_ unjustly dis- 
criminatory rates on nitrate of ammonia from DuPont, Wash., to 
Ramsay, Mont. Asks cease and desist order, just and reasonable 
rates and reparation. ; 
13963. Herman Bloch & Co., El Paso, Tex., vs. Director General, 
as agent. 

Unjust and unreasonable rates on one carload of_second-hand 
empty beer bottles from Silver City, N. M., to San Francisco and 
afterwards diverted to Los Angeles. Asks reparation. 
13964. T. B. Hord Grain Co., Central City, Neb., vs. 
General, as agent. 

Unjust and unreasonable rates in violation of_the Fourth Sec- 
tion on corn from points on the C. St. P M. & O. in Nebraska to 
Columbus, Neb., and on oats from Albion and Madison to Colum- 
bus. Neb., stored in transit at Columbus and forwarded to points 
in Wyoming and Utah. Asks reparation. 

13965. Chicago Live Stock Exchange, Chicago, vs. Director Gen- 
eral, as agent, Canadian Pacific et al. : 

Unjust, unreasonable. discriminatory and prejudicial rates_on 
eattle from points in Alberta, Canada, to Union Stock Yards, Chi- 
cago, because in excess of the through rates. Asks reparation. 
— Marx Hide & Tallow Co., Louisville, Ky., vs. I. & G. N. 
et al. 

Unjust and unreasonable rates in violation of the Fourth Sec- 
tion on dried cattle blood from Laredo, Tex., to Chicago. Asks 
cease and desist order, just and reasonable rates and reparation. 


Ivy Rock, Pa., vs. 


& Co., Wilmington, Del., vs. 


Director 


ha te et al. 
njust, unreasonable, discriminatory. prejudicial or preferential 
rates on steel products from plants of complainants in Pennsyl- 
vania and Delaware to New York City and its related territory. 
Asks cease and desist order, and just and reasonable rates. 

13968. National Tube Co., Pittsburgh, Pa., vs. Director General, 
as agent, B. & O. 

Unjust, unreasonable, discriminatory, vrejudicial rates on coal 
from various points in the Connellsville district to Wheeling. 
W. Va. Asks reparation. 

The Southern Cotton Oil Co., Savannah, Ga. 
General, as agent. 

Unreasonable rates on lard substitute from Bayonne, N. J., to 
Boston, Mass. Asks reparation. 

13970. The Haydite Co., Kansas City, Mo., vs. Santa Fe et al. 

Unjust. unreasonable, discriminatory and_ prejudicial rates on 
ground clay from Kansas City, Mo.. to Memphis, Tenn., and points 
in Kansas. Oklahoma, Arkansas, Texas, Louisiana, Iowa and Ne- 
braska. Asks cease and desist order and just and reasonable 


, vs. Director 


rates. 
13974. National I.umber Co., El Paso, Tex., vs. New Orleans & 
Northeastern et al. 

Unjust and unreasonable charges on lumber shipment from Pica- 
vune, Miss., to New York, N. Y., hecause failure of delivery at 
37th Street Station as instructed. Asks reparation. 

13972, Alabama & Mississippi R. R. Co. et al., Vinegar Bend, 
Ala.. vs. Santa Fe et al. 


Asks the Commission to determine just, reasonable, equitable 
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No, 


No. 


No. 


No. 


No. 


“Q. et al. 


- 13980. The Parkersburg Rig and Reel Co., 


- 13981. 


- 13989, 


- 13990. The Kanotex Refinin 


- 13992. 
- 13993. 


- 13994. 


. 13995. W. F. Helm and E. J. Helm, partners, Kansas City, 
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and lawful divisions of the joint rates and charges participated 
in since March 1, 1920, by the complaining lines which are those 
in the territory east of the Mississippi and south of the Ohio anq 
Potomac Rivers, and by the defendant lines which participate in 
joint through rates from Pacific coast points to points in the 
territory described above. Commission also asked to require 
adjustment upon whatever basis it finds proper. 
13973. Farmers Elevator Co., Marcus, Ia., vs. Illinois Central, 
Unjust, unreasonable, discriminatory and prejudicial rates on 
coarse grain from Marcus, Ia., to Chicago and other points in 
ao Asks cease and desist order and just and reasonable 
rates. 


13974. J. D. Hollingshead Co., Chicago, Ill., vs. Alabama & Vicks- 
burg et al. 

Unjust, unreasonable, discriminatory and prejudicial rates op 
pine slack barrel heading from Mobile, Ala., to New Orleans, La, 
because in excess of rates on lumber, logs, shingles, staves and 
other cooperage stock. Asks cease and desist order, rate not in 
excess of 11.5 cents and reparation. 

13975. Texas Gulf Sulphur Co., New York City, vs. Central R. R 
of N. J. et al. mn i 

Unreasonable, prejudicial and preferential rates on crude sulphur 
from Jersey City, N. J., to Baltimore, Md., and from Baltimore 
Md., to Brills, N. J. Asks reparation. ( 
13976. E. I. DuPont de Nemours & Co., Wilmington, Del., ys 
Director General, as agent, Rock Island et al. r 

Unjust and unreasonable rates on common black blasting pow- 
der from Mooar, Ia., via Keokuk, to Matherville, Ill. Asks cease 
and desist order, just and reasonable rates from Keokuk to Math- 
13077, “Walter Armerost & Co., L 

7. yalter Armacos o., Los Angeles, Calif., vs. Merchants’ 
& Miners’ Transportation Co., Director General, as agent, et a 

Unjust, unreasonable, discriminatory, prejudicial ‘and preferential 
rates on preserved magnolia leaves from Jacksonville, Fla., to Los 
Angeles, Calif. Asks reparation. ; f 

3978. . I. DuPont de Nemours & Co., Wilmi y 
a General, as agent. — eS 

njust and unreasonable rates on “dry ground” wood , 
ge a ae oa ag gg ae Asks hry Ag 7 
. . A. Ricker, . Johnsbury, Vt., vs. Di F 2 § 
agent, Central Vermont et al. - ene emaeah a 
Unjust and unreasonable rates on hogs, 


§ calve € , 
Cambridge, Vt., to Boston, Mass. a on SUNS Soe 


Asks reparation. 
vs. B. & O. et al. Parkersburg, W. Va. 


Unreasonable and discriminatory charges on unfabri 2d ir 
and steel from points of origin to Parkersburg, W. ag 
fabricated and shipped on to destination because of denial of fab- 
rication in transit privilege. Asks reparation. 
Albers Bros. Milling Co., Seattle, Wash. 
= ~ —- ; 
Jnjust and unreasonable rate assessed on 18 carloads of pe t 
from Vancouver, C., to Marshall i ‘ Legg = 
Orient. Asks reparation. a Se or ae 


13982. Parker Bros. Co., Ltd., Detroit, Mich., vs. 
-— a — ; 
njust, unreasonable and illegal rates on hard ints 
een og Bape Mich. Asks Fo aan lag ee 
. St. Louis Fruit and Vegetable Dealers’ 
ee vs. a ee a al. ae Swen 
njust, unreasonable and preferential rates on frui yege- 
tables shipped during June and July, 1920, from St. Leaule to’ Gn 
cago, under standard refrigeration. Asks for just, reasonable 
non-preferential rates and charges and reparation : 
13984. Jackson (Miss.) Freight Bureau vs. A. C. & Y. et al 
Unjust, unreasonable, discriminatory and preferential class and 
_ it. —s a C. F. A. territory to Jackson 
I ; 3 for rates reasona related t I phi 
rates no higher than to Vicluboare. a 
au Jackson (Miss.) Freight Bureau vs. 


Unjust, unreasonable, discriminatory and i 
i r 7 scrimi J preferential rates on 
cotton between points of origin in Mississippi and points in ia 
pane Alabama, Georgia, Florida, North Carolina, South Carolina, 
entucky, Tennessee and West Virginia. Asks cease and desist 
ones a — egg a mig eed rates. 
q ra ement and Supply ym 7 
Atlanta & West Point et al. ee 
_Unjust, unreasonable an 
rial from points in Ohio, 


vs. Director Gen- 


Director Gen- 


Association, 


Aberdeen & Rockfish 


Ala., vs. 


2 eeators rates on roofing mate- 
inois, Missouri, Indiana and Michigan 
to Montgomery, Ala. Asks just, re iscrimi 

\ > ° st, asonabl - y 
rates and reparation. Pe ae 


13988, American Cone and Pretzel Co., St. Louis, Mo., vs. C. B. & 

Unjust and unreasonable rates on ic , ; St 
Louis to points in California and WwW. Do Te Sra 
reasonable rates and reparation. PT ae Seon 


Traffic Dept., Goldsboro (N. C. rce vs 
AC, L. ge | ( ) Chamber of Commerce Vs. 
,Unjust, unreasonable, discriminatory and preferential rates in 
violation of the fourth section en brick between Goldsboro, N. C., 
= — = Saree — — Carolina, and betwen August, 
“ s in North an outh ina. 3 é 
desist order and reasonable rates. ve ne em ola 


Cc .. AP > , } id- 
land Valley. gs Co., Arkansas City, Kan., vs. Mi 


Unjust, unreasonable, discriminatory and preferential rates on 
crude petroleum oil from Frankfort, Okla., to Arkansas City, Kan. 


Aas reasonable, non-discriminatory rates and reparation. 


Weatherford, Crump & Co., Houston, Tex., vs. Abilene 
Southern et al. 

Unjust, unreasonable and discriminatory rates on cotton shipped 
to Houston for concentration and reshipped to Galveston and 
Texas City for export to foreign countries. Asks reparation. 
Bagge ‘ome of Wheat Company, Minneapolis, Minn., vs. Santa 

al. 

Unjust and unreasonable rates on Cream of Wheat from Min- 
neapolis to destinations in Montana, Idaho, Washington, Oregon 
and California. Asks just and reasonable rates and reparation. 

American Manganese Steel Co., Chicago Heights, IIl., Vs: 
Santa Fe et al. 5 

Unjust, unreasonable, discriminatory and prejudicial rates 0” 
wooden patterns from Chicago Heights, Ill., to Oakland, Cal. Asks 
for just, reasonable and non-discriminatory rates and reparation. 

3 White Eagle Oil & Refining Co., Kansas City. Mo., VS 
Director-General, as agent, Louisiana & Arkansas et al. 

Unjust, unreasonable, discriminatory and preferential rate 0” 
crude petroleum oil from Minden, La., to Fort Worth and North 
Fort Worth, Tex. Asks reparation. Mo 


vs. Kansas City Southern. 


Unjust, unreasonable and illegal rates on strawberries from 


nee. 





August 


Fi 
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No, 


No. 


No. 


No, 


. 13997. 


. 13998. 


. 13999. 


- 14003. 


+ 14004, Sub. No. 1. 


. 14004, Sub. No. 2. 


. 14004, Sub. No. 4. 


- 14005. 


. 14006. 


» 14007. 


. 14009. 


» 14013. 


Neosha, Mo., to Kansas City, Mo. Asks reparation. 
13996. A. E. Staley Mfg. Co., Decatur, Ill., vs. Canadian Pacific, 
Director General, as agent, et al. 

Unjust and unreasonable rates on corn starch from Decatur, 
Ill., to Eastern Trunk Line and New England Freight Association 
territories and north Atlantic ports for export. Asks reparation. 
Western Terra Cotta Co., of Kansas City, Kan., vs. M 
& T. Ry. 

Unjust and unreasonable rates on clay from Calhoun, Mo., to 
Kansas City, Kan.-Mo. Asks cease and desist order, just and 
reasonable rates and reparation. 
State Highway Department of Texas vs. C. B. & Q. et al. 
Unjust and unreasonable rates on L. C. L. shipment of escort 
wagons, k. d., from Fort Stevens, Ore., to Austin, Tex. Asks just 
and reasonable rates and reparation. 

Traffic Bureau of Nashville, Tenn., vs. Director General, 
as agent. 

Unjust and unreasonable rates in violation of the fourth section 
on fourteen carloads of oak lumber from New Houlka, Miss., to 
Nashville, Tenn. Asks reparation. 

14000. Hoosier Lime Co., Salem, Ind., vs. Director General, as 
agent. 

Unjust and unreasonable rates on 55 carloads of coal from 
Victoria and Midland, Ind., to Salem, Ind. Asks reparation. 

14001. Hoosier Lime Co., Salem, Ind., vs. Director General, as 
agent, 

a njust and unreasonable rates on bulk lime from Sglem, Ind., to 
Joliet, Ill. Asks reparation. 

14002. Central Pennsylvania Lumber Co., Williamsport, Pa., vs. 
Tionesta Valley et al. 

Unjust and unreasonable rates on lumber and other forest prod- 
ucts from complainant’s mills to destinations on the Pennsylvania 
in New York, New Jersey, Delaware and Maryland, because de- 
crease authorized in reduced rates, 1922, was not computed on 
rates in effect immediately prior to August 26, 1920. Asks for 
rates not in excess of 26 per cent higher than rates in effect 
August 25, 1920, and reparation. 

Citizens Gas and Electric Co., of Council Bluffs, Ia., vs. 
Santa Fe et al. 

Unjust and unreasonable rates on gas oil from points in Kansas, 
Oklahoma and Missouri to Council Bluffs, Ia., because in excess of 
subsequently established rates. Asks reparation. 


. 14004. Lehigh Portland Cement Co., Allentown, Pa., vs. Director 


General, as agent. 

Unjust and unreasonable and preferential and prejudicial rates 
on cement from Fordwick, Va., to Daytona, Fla. Asks reparation. 
Same vs. Same. 

Same complaint and prayer with reguarc! to shipments of cement 
from Chapman, Pa., to Cocoanut Grove, Fla. Asks reparation. 
Same vs. Same. 

Same complaint and prayer with regard to shipments of cement 
from Chapman, Pa., to Key West, Fla. 

14004, Sub. No. 3. Same vs. Same. 

Same complaint and prayer with regard to shipments of cement 
from Fordwick, Va., to St. Augustine, Fla. 
Same vs. Same. 

Same complaint and prayer with regard to shipments of cement 
from West Coplay, Pa., and Chapman, Pa., to Daytona, Fla. 

Seaboard By-Product Coke Co., Pittsburgh, Pa., vs. Di- 
rector General, as agent. 

Unjust and unreasonable rates on coal originating on the C. & 
O. and the N. & W. to Elizabethport, N. J., and Pier 18, Jersey 
City, N. J. Asks that defendant be ordered to waive collection of 
undercharges. 

Lehigh Portland Cement Co., Allentown, Pa., vs. Director 
General, as agent. 

Unjust and unreasonable rates on cement from Chapman, Pa., 

to Andersonville, Ga. Asks reparation. c 
O., 


E. I. DuPont de Nemours & 
Director General, as agent. 

Unjust and unreasonable rates on fuel oil in tank cars from 
Point Breeze, Philadelphia, Pa., to Eastside Station, Philadelphia, 
Pa. Asks reparation. 

14008. Simms Oil Co., Dallas, Tex., vs. Houston & Texas Central 
et al. 

Unjust, unreasonable and prejudicial rates on crude oil switched 

by defendants between complainant’s spur and the H. & T. C. 
connection at Mexia, Tex. Asks cease and desist order, just and 
reasonable rates and reparation. 
American Mills Co., Atlanta, Ga., vs. Canton R. R. et al. 
Unjust, unreasonable and excessive rates on barrack bags from 
Baltimore, Md., to Atlanta, Ga. Asks cease and desist order, 
rates not in excess of fourth class and reparation. 


Wilmington, Del., vs. 


. 14010. The United Verde Extension Mining Co., Jerome, Ariz., vs. 


Santa Fe et al. 

Unjust, unreasonable, discriminatory, preferential and preju- 
dicial rates on copper bullion from Clarkdale, Ariz., to New York, 
via rail and also via rail and water, and also between Clarkdale, 
Ariz., and Los Angeles, San Pedro and East San Pedro, Calif. 
Asks for rate of $5 per ton for domestic trade and $4 per ton for 
export trade from Clarkdale to California points named. 

14011. The United Verde Extension Mining Co., Jerome, Ariz., vs. 
Santa Fe et al. 

Unjust, unreasonable, discriminatory, preferential and prejudi- 
cial class and commodity rates from Los Angeles, Calif., and 
Drake, Ariz., to Clarkdale, Ariz., and from Chicago, Ill., and Kan- 
sas City, Mo., to Clarkdale, Ariz. Asks cease and desist order, 
just and reasonable rates and reparation. 


- 14012, Sewell Valley R. R. vs. C. & O. 


Uniust, unreasonable, preferential, 
divisions of rates on coal. 
divisions. 


Seaboard By-Products Coke Co., Pittsburgh, Pa., vs. Di- 
rector General, as agent. 
Unjust, unreasonable and discriminatory rates on sulphuric acid 


oa Graselli and Brill, N. J., to Seaboard, N. J. Asks repara- 
ion. 


14014. General Chemical Co., New York, N. Y., vs. Director Gen- 
eral, as agent. 

Unjust and unreasonable rates on sulphuric acid from Under- 
cliff to Maywood, N. J. Asks reparation. 
14015. Chattanooga Manufacturers’ Assn. 
Tenn., vs. N. C. & St. L. et al. 

Unjust, unreasonable, prejudicial and discriminatory rates which 
violate fourth section on iron and steel articles from Buffalo- 
Pittsburgh territories to Chattanooga, Tenn. Asks just, reason- 
able, non-discriminatory rates and renaration. 


prejudicial and inequitable 
Asks just, reasonable and equitable 


et al., Chattanooga, 


. 14016. H.C. Carson and H. M. Botsford, co-partners, doing busi- 


ness as H. C. Carson Co., et al., Detroit, Mich., vs. Pere Mar- 
quette et al. 
Unjust, unreasonable, discriminatory and prejudicial rates on 
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wheat from Detroit to points in North Carolina. Asks just, reg. 
sonable and non-discriminatory rates and reparation. 
No, 14017. United States Shipping Board vs. Boston & Maine. 
Unjust, unreasonable, unduly prejudicial and preferential pra¢. 
tice of defendant in absorbing charges of connecting Carriers oy 
freight transported by rail between Commonwealth Docks, Bos. 
ton, and/or the docks of National Dock and Storage Warehouse 
Co. and points in Maine, New Hampshire and Vermont, and jp 
not absorbing the charges of the New Haven_and the Union 
Freight R. R. Co. between docks of the Shipping Board and points 
in the states mentioned above. Asks cease and desist order ang 
such further orders as the Commission may deem proper. 
- 14018. Watertown (S. D.) Chamber of Commerce vs. Ahnapee & 
Western et al. 

Unjust, unreasonable, discriminatory and prejudicial rates op 
classes and commodities, except grain and grain products, brick, 
live stock, coal and cement, between Watertown, - D., and 
various interstate destinations. Asks just, reasonable and nop. 
discriminatory rates. 

— The Davis Fire Brick Co. et al., Ironton, O., vs. B. & 0, 
et al. 

Unduly high, discriminatory, preferential and prejudicial rates 
on brick from St. Louis and Portsmouth districts to Chicago, ]jj, 
Asks cease and desist order, just and reasonable rates, with cor. 
responding rates to other destinations in C. F. A. territory, 

- 14021. The American Sugar Refining Co., New York City, vs. Di- 
rector General, as agent. 

Unjust and unreasonable rates on blackstrap molasses imported 
through Key West, Fla., and destined to Pekin, Ill., and South 
St. Joseph, Mo. Asks reparation. 

14024. Allegheny Lumber Co., Pittsburgh, Pa., vs. Pittsburgh, 
Shawmut & Northern et al. 

Unjust and unreasonable charges on pine lumber from Deer 
Park, Wash., to DuBois, Pa., reconsigned to Shinglehouse, Pa, 
Asks cease and desist order and reparation. 

14025. Crystal Salt Co., Denver, Colo., vs. D. L. & W. et al. 

Unjust and prejudicial rates on salt from Kanopolis, Kan., to 
Chicago when compared with rates from New York and Louisiana, 
Asks for just and reasonable rates. 

- 14026. E. C. Miles Lumber Co., Fletcher, Ark., vs. C. B. & Q. et al, 

Unjust, unreasonable, discriminatory, prejudicial and _ prefer- 
ential rates on hickory lumber and billets from Fletcher, Ark., to 
Chicago, Ill., Evansville, Ind., and Moline, Ill. Asks reparation. 

- 14027. Utah Idaho Sugar Co., Salt Lake City, Utah, vs. Director 

General, as agent, Los Angeles & Salt Lake et al. 

Unjust, unreasonable and discriminatory rates on sugar from 
Garland and Lehi, Utah, to Rock Springs, Rawlins, Superior and 
Hanna, Wyo. Asks reparation. 

14029. Nebraska Cement Co., Denver, Colo., vs. C. & N. W. 

Unjust, unreasonable and unduly preferential rates on cement 
from Superior, Neb., to points in Nebraska as compared with rates 
from Mason City, Ia., and Hannibal, Mo. Asks just, reasonable 
and non-discriminatory rates and reparation. 
- 14030. Michigan Tanning and Extract Co., Petoskey, Mich., vs. Di- 
rector General, as agent. 

Unjust, unreasonable and discriminatory rates which violate the 
fourth section on soft coal from Springfield, Andrews and Cantrall, 
Ill., to Munising, Mich., via Little Lake, Mich. Asks reparation. 
No. = Edward A. Glenn, Louisiana, Mo., vs. Director General, as 
agent. 

Unjust and unreasonable charges on corn from Pike, IIl., to 

Louisiana, Mo. Asks reparation. 

No. 14032. N. & G. Taylor & Co., Philadelphia, Pa., vs. Director Gen- 
eral, as agent, Lehigh Valley et al. 
Unjust, unreasonable and discriminatory rates on pig tin from 

Perth Amboy, N. J., to Cumberland, Md. Asks reparation. 


No. 


No. 


No. 


No. 












ABANDONMENT OF PERE MARQUETTE BRANCHES 

Holding that public convenience and necessity had not been 
shown to permit the abandonment of the Pere Marquette’s 
Freeport branch between a point near Elmdale station and 
Freeport, Mich., a distance of 6.23 miles, the Commission has 
denied an application of the Pere Marquette asking authority 
to abandon the line. Objections to the proposed abandonment 
were made by shippers and citizens of Freeport and vicinity. 
The Commission said the branch had been in operation for 
over 35 years and that the protestants had shown a substantial 
local need for the line. It said it was unable to determine on 
the record the extent of the loss, if any, accruing to the appli 
cant through the operation of the branch or what the losses 
of the future might be. The Commission took occasion to wall 
the users of the line, however, that they have a duty to pel- 
form and that the future of the branch rested largely in their 
hands. * 

The Commission also refused the Pere Marquette permis: 
sion to abandon its White Cloud-Big- Rapids branch between 
White Cloud and a point in Big Rapids, a distance of 19.67 
miles. Shippers, business men and certain public officials pro- 
tested. The Commission said in effect that the carrier had not 
made a case that would warrant a finding as to losses incurred 
in the operation of the branch. 


INSPECTION OF LOCOMOTIVES 
At the telegraphic request of Senator King of Utah, now 
in Salt Lake City, Senator Harrison, of Mississippi, this week 
introduced a resolution calling on the Commission for a report 
as to whether railroads were violating the federal locomotive 
inspection law. The resolution, which follows, was referred to 
the Senate interstate commerce committee for consideration: 


Resolved, That the Interstate Commerce Commission is hereby rée- 
quired and directed to report to the Senate whether or not the pro- 
visions of the act entitled ‘“‘An act to promote the safety of employes 
and travelers upon railroads by compelling common carriers engar 
in interstate commerce to equip their locomotives with safe and ool, 
able boilers and appurtenances thereto,’’ approved February 17, 1911, 
and the amendment to said act approved March 4, 1915, requiring the 
regular inspection of the boilers of locomotives, is being violated. any 
if so, to report the extent of such violation, and to report specificall 
whether inspection of locomotive boilers is presently being made in “ 
federal locomotive boiler inspection districts and upon the roads of a 


common carriers engaged in interstate commerce as required by said 
act. 


ae 
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po on COOL AND CLEAN BUILDING OUR WATCHWORD—“‘SERVICE’’ 
nable 
s. Di LET US HAVE YOUR INQUIRIES 
fe th 
ral THE DOUGLAS PUBLIC SERVICE CORPORATION, INC. 
al, as 118 North Front Street New Orleans, Louisiana 


STATISTICS! STATISTICS! 


VERY ESSENTIAL EVIDENCE IN TESTING 
THE ‘“‘REASONABLENESS”’ OF RATES ! 


Yet in a great many unsuccessful cases, we hear the Interstate Commerce Commis- 
sion utter, to someone, such ominous words as: 


“The Rates Complained Of Are Not Shown To Be Un- 
reasonable,”’ or ‘‘Defendants Have Failed to Justify,”’ etc. 


thus sounding the death-knell to many hard-fought, yet perhaps meritorious, cases. 


Carrier! Traffic Manager! Commerce Attorney! Do Not Omit This All- 
Important Feature From Your Rate Cases, simply because you do not have the means 
at hand. Ask the T. S. C. for Up-To-The-Minute Figures. You.will be supplied on short 
order. Telegraphic orders given preferred attention. 


Even If Your Complaint Or Answer Is Already In, We Will Prepare All Statistical 
Data For You. 


Wire us NOW, and perhaps save the day. 


THE TRAFFIC SERVICE CORPORATION 


Special Service Department 
505 Colorado Building Washington, D. C. 
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EXPRESS COMPANY FRANKS 


The Trafic World Washington Bureau 


The Commission has affirmed its finding of July 15, 1918, that. 
express companies may not lawfully issue franks for transporta- 
tion of express matter, either to their own employes or employes 


of other common carriers, in exchange for passes from such 
other common carriers. 


FALSIFICATION OF R. R. RECORDS 


The Trafic World Washington Bureau 


Senator Spencer, of Missouri, has had printed an amend- 
ment he intends to propose to S. 1345, favorably reported by the 
Senate interstate commerce committee last April. The bill pro- 
vides for amendment of paragraph (3) of section 10 of the inter- 
state commerce act so as to make possible successful prosecution 
of persons making false claims against carriers by means of false 
billing, etc. The Spencer amendment, which follows, would make 
the act apply also to railroad companies and their employes: 


_Any railroad company or employe thereof who shall intentionally 
omit, conceal, falsify or misrepresent any record of the railroad com- 
pany with the intent to prevent or delay or reduce any claim against 
said railroad company for loss of or damage to any shipment on said 
railroad company shall be guilty of a misdemeanor, and on conviction 
thereof be punished by a fine of not exceeding $10,000, if the convic- 
tion is ‘of the railroad company, and of a fine not exceeding $2,000 
or imprisonment in the penitentiary for a term of not exceeding two 


years, or both, if the conviction is of an employe of said railroad 
company. 


NORFOLK SOUTHERN EQUIPMENT 


Authority has been granted to the Norfolk Southern to issue 
$375,000 of first-lien equipment notes, the notes to be delivered, 
at par, to the Equitable Trust Co. of New York, and pledged with 
the Secretary of the Treasury as collateral security for a loan 
of $355,000 from the United States under section 210 of the 
transportation act. The transactions constitute part of the 
minutiae of the arrangement whereby the Norfolk Southern sells 
its equipment so as to have it rebuilt, and then buys it back as 
if it were a new transaction so as to give priority of lien to the 
equipment notes to be issued. The equipment consists of 397 
bad order wooden under-frame freight cars which require re- 
building, including the installation of steel underframes. They 
are to be sold at $192,012, rebuilt at a cost of $247,650 and 
repurchased by the Norfolk Southern for $440,000. The road 
is to furnish $65,000 cash for the transaction. 





JUNE OPERATING INCOME 


Reports from 187 class I roads on June revenues and ex- 
penses showed a net operating.income of $73,726,000 for that 
month as compared with $48,844,000 for the same roads in June, 
1921. It is expected that percentage of return for June will be 
around 41% per cent. 

Operating expenses totaled $353,315,000 in June as against 
$369,680,000 in June, 1921, and revenues totaled $459,542,700 in 
June as against $447,336,500 in June, 1921. 


NORTHWESTERN PACIFIC BONDS 


The Commission has modified an order authorizing the 
Northwestern Pacific to issue $37,000 of first and refunding 
mortgage bonds so that the company may use the proceeds 
thereof to reimburse itself in part for money expended in con- 
nection with the retirement of underlying bonds. 


EXTENSION OF BOND MATURITY DATES 
The Philadelphia & Frankford Railroad Company has ap- 
plied to the Commission for authority to extend the time for 
payment of $500,000 of first mortgage bonds, due August 1 to 


August 1, 1952, the interest rate to be increased from 4 to 4% 
per cent. 


Y. & M. V. BOND ISSUE 


The Yazoo & Mississippi Valley has obtained authority from 
the Commission to issue $5,034,000 of 5 per cent gold improve- 
ment bonds for delivery to the Illinois Central, which controls 
the Y. & M. V., in reimbursement of advances made for addi- 
tions and betterments. 


WABASH EQUIPMENT TRUST 


The Commission has authorized the Wabash to assume ob- 
ligation and liability, as guarantor and otherwise, in respect of 
$4,245,000 of Wabash equipment trust certificates to be issued 
by the Commercial Trust Company of Philadelphia and sold to 
Kuhn, Loeb & Co. of New York at 95% per cent of par. The 
proceeds will be applied on the purchase of freight cars estimated 
to cost $6,305,800. 


Telephone operating income totaled $10,694,678 in May as 
against $9,803,357 in May, 1921, and $51,130,221 in the five months 
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ended with May as against $44,824,823 in the same period of 1921, 
according to a report of the Commission. 

Revenues totaled $49,106,669 in May as against $45,484,445 
in May, 1921, and $237,576,834 in the five months as against 
$219,956,272 in the 1921 period. 

Expenses totaled $34,533,548 in May as against $32,316,459 
in May, 1921, and $167,310,183 in the five months as against 
$159,549,847 in the same period of 1921. 


ALTON STOCK OWNERSHIP 


The Commission holds that no order approving the owner. 
ship and holding of Chicago & Alton stock by the Chicago, Rock 
Island & Pacific was necessary under paragraph (2) of section 
5 of the act. It has, therefore, dismissed the application of 
the Rock Island, which was for an order approving its owner. 
ship and holding of 35,120.5 shares of the preferred and 68,1405 
shares of the common stock of the Chicago & Alton. The own. 
ership of the stock, the Commission held, did not come within 


the scope of the paragraph and section invoked by the Rock 
Island. 


PENNSYLVANIA LEASE APPROVED 


The Commission has authorized the acquisition by the Penn- 
sylvania Railroad Company of control of the Grand Rapids & 
Indiana Railway by lease under paragraph (2) of section 5 of 
the act. The Pennsylvania owns 98.66 per cent of the capital 
stock of the Grand Rapids and, so long, said the Commission, 
as the Pennsylvania continues to be the owner the payment of 
rental would be no more than a matter of bookkeeping. Ap. 
proval of the lease, which is to run for a period of 999 years, 
was upon the express condition that the Pennsylvania should 
not sell, pledge or otherwise dispose of the capital stock now 
owned or controlled by it, without the consent of the Commis- 
sion. 


NICKEL PLATE BONDS 


The New York, Chicago & St. Louis has asked for authority 
to sell $5,071,000 of second and improvement mortgage bonds 
previously authorized by the Interstate Commerce Commission. 
It has also asked for authority to issue and sell $2,592,000 of. the 
same kind of bonds to reimburse its treasury for expenditures 
heretofore made and to pay off a note for $1,000,000 given by it 
to the Director-General of Railroads. 


TERMINAL R. R. ASSOCIATION OF ST. LOUIS BONDS 


The Terminal Railroad Association of St. Louis has applied 
to the Commission for authority to issue $2,499,000 of general 
mortgage 4 per cent bonds to reimburse the association for 
expenditures made from income or other moneys in the treasury 
for additions and betterments. The bonds will be held by the 


company and disposed of later subject to the approval of the 
Commission. 


ABANDONMENT APPLICATION 


The Leetonia Railway Company has applied to the Commis- 
sion for authority to abandon its line from a junction with the 
Mew York Central to Leetonia, Pa., a distance of 7.8 miles, be 
cause of no traffic. 


"LAKE CHAMPLAIN & MORIAH EQUIPMENT NOTES 
The Lake Champlain & Moriah Railroad Company has beet 
authorized by the Commission to issue $50,000 of 7 per cent 
equipment gold notes at not less than par, the proceeds to be 
used for the purpose of rebuilding and purchasing equipment. 





FINANCE APPLICATIONS 


The Commission has issued an order prescribing the pre 
cedure to be followed by carriers in making applications under 
section 20a of the interstate commerce act which relates to the 
issuance of securties. The order defines the forms of the val 
ous applications which may be filed under that section and 
what information shall be contained therein. 


TARIFF PUBLISHING AGENTS 


Following is a list of tariff publishing agents, compiled from = 
files of the Interstate Commerce Commission. It will be publis a: 
from time to time and subscribers are requested to inform us of ag! 
inaccuracies or omissions noticed by them. The fact that a name 
shown in this list does not necessarily indicate that the agent bea 
that name is active, or even still living, but merely that there 
never been occasion to reissue the tariff: 


F. W. Smith, agent for lines in Official Classification, 1 
Liberty Street, New York, N. Y. . 

J. E. Crosland, agent for lines in Southern Classification, 
215 Transportation Bldg., Atlanta, Ga. ; P 

R. C. Fyfe, agent for lines in Western Classification, ye 
solidated Classification No. 2, 1830 Transportation Bldg., C 
cago, Ill. 

F. A. Leland, Southwestern Lines, St. Louis, Mo. 
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W. J. Kelly, Central Freight Association, 608 S. Dearborn 
St., Chicago, Ill. 

E. B. Boyd, Western Trunk Lines, Chicago, III. 

J. H. Glenn, Atlanta Freight Tariff Bureau, Atlanta, Ga. 

Wm. J. Sedgman, agent, Atlantic Seaboard Traffic Bureau 
(Coastwise Lines), 320 Broadway, New York, N. Y. 

F. W. Gomph, Pacific Freight Tariff Bureau, 256 Montgomery 
St., San Francisco, Cal. 

F. L. Speiden, Mississippi Valley Territory, 2nd and Main 
St., Louisville, Ky. 

W. M. Hough, Mississippi-Warrior Service, New Orleans, La. 

R. H. Countiss, Trans-Continental Freight Bureau, 608 S. 
Dearborn St., Chicago, Ill. 

T. Clem Beck, Lake Shore-Lehigh Valley Route, Michigan 
Central-Lehigh Valley Route, Pere Marquette-Lehigh Valley 
Route, Rate Basis and Billing Instructions, Lake and Rail (Hast 
Bound), 143 Liberty St., New York, N. Y. 

G. C. Ranson, Canadian Freight Association (Eastern Lines), 
Montreal, Que. 

W. E. Campbell, Canadian Freight Association (Western 
Lines), Winnipeg, Man., Canada. 

W. J. Collins, Canadian Car Demurrage Rules, Montreal, Que. 

F. V. Davis, Ohio and Pa. (Coal Tariffs), 8 East Chestnut 
St., Columbus, Ohio. 

W. S. Curlett, New England and Trunk Line, 143 Liberty 
St., New York, N. Y. 

J. E. Fairbanks, United States and Canada (Miscellaneous 
Tariffs), 481 S. Dearborn St., Chicago, IIl. 

C. W. Galligan, Illinois Freight Association, Transportation 
Bldg., Chicago, Ill. 

A. P. Gilbert, Virginia Lines, Richmond, Va. 

G. B. Guthrie, Official Freight Directory, Washington, D. C. 

N. W. Hawkes, New England Freight Association, 493 South 
Station, Boston, Mass. 

I. T. Hanson, American Short Line R. R. Assn., International 
Bldg., Washington, D. C. 

S. J. Henry, North Pacific Coast Freight Bureau, Seattle, 
Wash. 
H. A. Johnson, Colorado and New Mexico, Denver, Colo. 

R. C. Munholland, Pacific Car Demurrage Bureau, 617 Wells 
Fargo Bldg., San Francisco, Cal. 

C. A. Hunt, Michigan Central Railroad, Canadian Southern 


Line (Bases for Rates and Billing Instructions Eastbound), De- 
troit, Mich. 


™ 








Note, items in the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


August 10—Austin, Tex.—Railroad Commission of Texas: 

Finance Docket 2348—In the matter of the application of Grand 
Prairie & Northern R. R. Co. for certificate of convenience and 
necessity filed April 17, 1922. 

August 24—Washington, D. C.—Examiner R. W. Clarke: 

* Finance Docket 1881—In the matter of the application of the West- 
ern Pacific R. R. Co. for authority to acquire control of the prop- 
erty of the Sacramento Northern R. R. and to purchase its bonds. 

September 5—Fargo, N. D.—Examiner Armes: 
ba ee Commercial Club of Fargo, N. D., vs. Ahnapee & West- 

ern et al. 

Sept. 5—Chicago, Ill—Examiner H. W. Johnson: 

Fourth Section Application 1840 of W. H. Hosmer, and other appli- 
cations or portions thereof which involve rates on classes and 
commodities between various points. 

September 5—Atlanta, Ga.—Examiner J. F. Gray: 

Finance Docket 2372—In re application of G. F. & A. Ry. Co. 

September 6—Washington, D. C.—Examiner Gerry: 

1, and S. 1594—Rails and cross ties from Maryland, Pennsylvania and 
West Virginia to Canada. 

September 6—Beaumont, Tex.—Examiner T. J. Butler: 
13616—Josey-Miller Co. vs. Brimstone R. R. and Canal Co. et al. 
13616 (Sub. No. 1)—Josey-Miller Co. vs. G.C. & S. F. 

13616 (Sub. No, 2)—Josey-Miller Co. vs. K. C. S. et al. 

13616 (Sub. No. 3)—Orange Rice Mill Co. vs. B. S. L. & W. et al. 

September 6—Huntington, W. Va.—Examiner Fleming: 
13825—Hartland R. R. Co. vs. B. & O. et al. 

September 6—Parkersburg, W. Va.—Examiner Gault: 
11733—The Parkersburg Rig and Reel Co. vs. B. & O. et al. 
13980—The Parkersburg Rig and Reel Co. vs. B. & O. et al. 

September 6—Chicago, IIl—Commissioner Hall and Examiner Koebel: 
13425—In re Transcontinental Freight Bureau. 

September 6—Washington, D. C.—-Examiner Marchand: 

Valuation Docket 221—In re tentative valuation of Boston & Maine 
System. 

September 6—Albany, N. Y.—Examiner Beach: 

SS ee Perforated Wrapping Paper Co. vs. Ahnapee & West- 
ern et al. 

September 6—Reading, Pa.—Examiner Satterfield: 

13752—S. Rudolph & Co. vs. Director General, P. & R. et al. 

September 6—Boston, Mass.—Examiner Cheseldine: 

* Fourth section application Nos. 11863 et al., asking authority to con- 


——— on classes and commodities and between points men- 
tioned, 
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. L. A. Lowrey, Chicago District, 608 S. Dearborn St., Chicagy 
11]. 

L. Agnew Myers, New York Harbor (Canal, Lake and Rail) 
326 Mills Bldg., Washington, D. C. 

L. E. Earlywine, Central Electric Traffic Association, 3% 
Traction Terminal Bldg., Indianapolis, Ind. 

J. C. Miller, Baltimore & Ohio Railroad, Continental Liy 
Central State Dispatch (Bases for Rates and Billing Instry 
tions, Eastbound), Cincinnati, Ohio. 

C. W. Owen, Southern Pacific Co. (Atl. S. S. Lines), Houstm, 
Texas, 

J. A. Reeves, Utah, Salt Lake City, Utah. 

R. H. Smith, Pennsylvania System (Index), 411 Sevenj 
Ave., Pittsburgh, Pa. 

M. S. O’Connor, Empire Line, New York Central Railroy 
Co. (Guide Book), Cleveland, Ohio. 

M. C. Strawn, Oregon, Foot of Alder St., Portland, Ore, 

J. B. Sweeny, Eastern and Interior Eastern Points (Rij 
and Water) to Southern Points, Baltimore, Md. 

J. B. Stewart, Ontario Central Despatch, Michigan Centr 
R. R. (Guide Book), N. Y., O. & W. Ry., New York. 

R. H. Vaughan, Blue Ridge Despatch (Guide Bock), (ip 
cinnati, Ohio. 

Fred Wild, Jr., Colorado-Utah Freight Bureau, Denver, Col, 

G. C. Wright, Northwest Freight Tariff Bureau, 175 Kay 
4th St., St. Paul, Minn. 

W. P. Emerson, Gulf Ports, New Orleans, La. 

A. C. Fonda, Texas Lines Tariff Bureau, Dallas, Texas, 

J. J. Cottrell, Southern Lines, Richmond, Va. 

G. P. Conard, Railway Equipment Register, 424 West 33n 
St., New York, N. Y. 

Chas. S. Fay, Louisiana Lines, New Orleans, La. 

Thornton Lewis, Kanawha Dispatch, C. & O. Ry. Bases fo 
Rates and Billing Instructions (Eastbound), Cincinnati, Ohio 

R. H. Smith, Star Union Line Guide Book, Bases for Rates, 
Bases for Rates and Billing (Eastbound), Pennsylvania System, 
Pittsburgh, Pa. 

Nat. Duke, Bases for Rates and Billing Instruction (East 
bound), Lackawanna Line, Lake Shore-Michigan Central-Pere Mar 
quette, New York, N. Y. 

M. S. O’Connor, Merchants Despatch. Bases for Rates ani 
Billing Instructions (Eastbound), New York Central Fast Freight 
Line, Cleveland, Ohio. 





Docket of the Commission | 


September 7—Houston, Tex.—Examiner T. J. Butler: : 
1. and S, 1583—Coffee, New Orleans and sub-ports to Texas points 
13789—Texas Freight Traffic Assn. et al. vs. Director General. 

September 7—St. Louis, Mo.—Examiner Koch: ; 

I, and S. 1587—Limestone from Illinois points to St. Louis, Mo., vs. 
Missouri Pacific R. R. 
September 7—Washington, D. C.—Examiner Gerry: 
1. and S. 1601—Express rates on cake. 

September 7—Jamestown, N. D.—Examiner Armes: : 

13917—Chamber of Commerce of Jamestown, N. D., et al. vs. Big 
Fork & International Falls Ry. et al. 

September 7—Washington, D. C.—Examiner Pattison: | 2 ; 
Valuation Docket 63—In re tentative valuation of Gainesville Mid- 

land Ry. 

September 7—Chicago, Ill.—Examiner Hillyer: i 

* I. and S. 1611—Hollow building tile and clay products from Bue 

and related points in Indiana to Chicago and Chicago Heights, Ill 
September 8—St. Louis, Mo.—Examiner Koch: 
I, and S. 1603—Iron and steel articles from New Orleans, La., group 
Points to Texas. 
September 8—New York, N. Y.—Examiner Beach: 
13816—B. Lissberger & Co. vs. Mich. Cent. et al. 
13508—B. Lissberger & Co. et al. vs. P. R. R. et al. 
September 8—Rogers, Ark.—Examiner Fuller: 
13766—The Ozark Cider and Vinegar Co. vs. Director-General. 
13767—The Ozark Cider and Vinegar Co. vs. Director General. 
September 8—Cincinnati, O.—Examiner Fleming: 
13809—Hazard Jellico Coal Co. vs. Director General, L. & N. 
13779—The Fitch Dustdown Co. vs. Ann Arbor et al. 
September 8—Chicago, Ill._—Examiner Hillyer: e- 
13687—Armour & Co. vs. Director General. Portions of fourth . 
tion applications 1561 of N. & W. Ry. and 1952 of L. & N. RB.» 
(molasses from New Orleans to Tacoma, Va.). 

13785—Armour & Co. vs. Director General. 

13879—Armour & Co. vs. Director General. 

13880—Armour & Co. vs. Director General. 

September 8—Utica, N. Y.—Examiner Satterfield: 
13855—Brown’s Tract Lumber Co. vs. Director General. 

September 8—Washington, D. C.—Examiner Gerry: ieginia and 
l. and S. 1607—Cancellation of through rates between Virginia A 

Texas points. Portions of fourth section application 700 of ints 
Leland (classes and commodities from Alexandria, Va., and Pe 
taking same rates, or rates basing thereon, to points in Texas). 

September 9—Buffalo, N. Y.—Examiner Satterfield: rT. & 
es ge Fo Kellogg & Sons, Inc., vs. Director General, A. }. 

. F. et al. 

September 9—St. Louis, Mo.—Examiner Koch: on & 

3873—G. J. Helmerichs Leaf Tobacco Co. vs. Cincinnati, Leban 
Northern et al. 


lie 








+ No. 













August 5, 1922 THE TRAFFIC WORLD 317 
‘Hicagy| 


L Rail) 
on, dW 


Line! 
Instryy 


Louston, 


Sevent) 





























tailroag 


Ore, 
S (Rail 


Central 
kK), Cin- 


er, Colo, 


75 Bas ae <i vt Two New Plants Can Now Supply 
nas ot eee ‘(7 “Pennsylvania” Construction 


est 33rd - Fi The ‘Pennsylvania’ Type A-1 Center Sill, 

us . . . Aw shown at the left top corner, has withstood a 
higher pressure than any other sill in recent 
competitive tests—a maximum pressure of 
1,479,000 lbs. 


Jases for 
ti, Ohio, 
mr Rates, 
System, 
















The end view of the ‘‘Pennsylvania”’ under- 
frame and arch-bar trucks directly beneath it 
clearly shows the tank supports and the sturdy 
body bolster construction of the improved Type 
A-1D “Pennsylvania” Tank Car. 


n (East: 
ere Mar 


ates and In addition to tank car work, our two large 
L Freight plants at Sharon and Kansas City are in position 
to handle railroad freight car construction—in- 
cluding building of new cars; repairing of used 
equipment, and the fabrication of steel under- 


frames, center sills, and similar railroad work. 


a oes ; A os May we submit our quotation on your 
| , , sae oop + ne Yj building and repair requirements for freight or 
tank cars? Write for details. 


THE PENNSYLVANIA TANK CAR COMPANY 
PENNSYLVANIA CAR COMPANY 
PENNSYLVANIA TANK LINE 


Sharon, Pennsylvania 


as points. 
ral, 


» Mo., vs. 


New York St. Louis 
Kansas City Tulsa 
Houston Denver 
Tampico San Francisco 


1, vs. Big 
ville Mid- 


om Brazil 
eights, Ill. 


La., group 


ral. 
eral. 


N. 
urth sec: 
OW. BR. 


Oa - Laas > SS ort de id a A : 
*] Pennsylvania Tank Cars are used by Leaders of Industry 


cs 




















































































318 


September 9—New York, N. Y.—Examiner Beach: 
a a ye pee Linseed Products Co. vs. Director General, D. L. & 
W. et-al. 
13751—Midiland Linseed Produets Co. vs. N. Y. C. et al. 
September 9—St. Loius, Mo.—Examiner Koch: 
13780—Walter A. Zelnicker Supply Co. vs. D. & R. G. W. et al. 


September 9—Cincinnati, O.—Examiner Fleming: 
13829—The Settle Lumber Co. vs. A. & V. et al. 


September 9—Columbus, O.—Examiner Gault: 
13886—Globe Iron Co. vs. Director General and B. & O. 
September 11—New York, N. Y.—Examiner Beach: , 
* I, and S. Docket No. 1614—Cancellation of newspaper rates on illus- 
trated newspaper supplements shipped from printers to publishers. 
September 11—Tulsa, Okla.—Examiner Fuller: 
er a ee Refineries, Inc., et al. vs. Director General, A. T. & 
Ss. ., et al. 
13800—J. A. Waldrop et al. vs. A. T. & S. F. et al. Such fourth 
section departures as may exist. 


September 11—Chicago, Ill.—Examiner Hillyer: 
13719, 13881, 13882—Armour Fertilizer Works vs. Director General. 


September 11—Galveston, Tex.—Examiner T. J. Batler: 
13868—John W. Focke et al. vs. G. H. & S. A. et al. 


September 11—Cincinnati, O.—Examiner Fleming: 
13856—Charles C. Oyier & Son vs. B. & O. et al. : 
13898—The Philip Carey Co. et al. vs. A. T. & S. F. et al. Portions 
of Leland’s fourth section application 701 (roofing and building 
paper or felt and prepared roofing, C. L., from Erie, Pa., and 
North Tonawanda, N. Y., and points taking same rates to Beau- 
mont, Galveston, Houston and Orange, Tex.) 
September 11—Buffalo, N. Y.—Examiner Satterfield: 
13524—Hammond Iron Works vs. Pa. R. R. et al. Portions of fourth 
section applications 1563 and 1572 of B. & O. and 1625 of C. C. 
McCain (iron and steel articles from Johnstown, Pa., to Titusville, 
Pa., via B. & O. R. R. in connection with N. Y. C. R. R.) 


September 11—Indianapolis, Ind.—Examiner Gault: 
13859—Isabell C. Gilbert et al., doing business as Harry C. Gilbert 
Co., vs. L. & N. et al. 
13841—Indiana State Chamber of Commerce vs. B. & O. et al. 


September 11—St. Louis, Mo.—Examiner Koch: 
13865—Anheuser-Busch, Inc., vs. C. & A. et al. 
13883—Anheuser-Busch, Inc., vs. B. & O. C. T. et al. 


September 12—Chicago, Ill—Examiner Hillyer: 
es a aaa Madden, Son & Co. et al. vs. Director General, C. & 
. et al. 
September 11—Washington, D. C.—Examiner Pattison: 
Valuation Docket 151—In re tentative valuation of F. E. C. Ry. and 
Atlantic & East Coast Terminal Co. 


September 12—Louisville, Ky.—Examiner Jewell: 

9966—Hudson Mule Co. et al. vs. L. & N., Director General et al. 

9967—Hudson Mule Co. et al. vs. L. & N., Director General, et al. 

— Mule Co. et al. vs. N. C. & St. L., Director General, 
et al. 

ee Mule Co. et al. vs. Director General, A. T. & S. F. 
et al. 

Portions of fourth section applications 458 and 1952 as described in 
fourth section order 8035. 

|. and §. 1563 and first supplemental order—Live stock to, from and 
between points in the southeast. 

13852—Swift & Co. vs. Ga. Nor. et al. 

13615—Southeastern Live Stock Assn. vs. L. & N. et al. 
section departures as may exist. 

11552—East Tennessee Packing Co. vs. Director General, Sou. Ry. 


et al. 
12064—Birmingham Packing Co. vs. I. C. et al. 


September 12—Salt Lake City, Utah—Commissioner Hall and Examiner 
Koebel: 
13425—In re Transcontinental Freight Bureau. 


September 12—Boston, Mass.—Chief Examiner Quirk: 

13548 and Sub. No. 1—Maritime Assn. of the Boston Chamber of 
Commerce vs. Ann Arbor et al. 

13548 (Sub. No. 2)—Maritime Assn. of the Boston Chamber of Com- 
merce et al. vs. A. G. S. + al. 


September 12—Austin, Tex.—Examiner T. J. Butler: 
x a State Highway Dept. of Texas vs. Director General, C. 
& N. W., et al. 


September 12—New York, N. Y.—Examiner Beach: 


Such fourth 


13664—Chevrolet Motor Co. of California vs. Director General, C. R. I. 


& P. et al. 
September 12—St. Louis, Mo.—Examiner Koch: 
13871—Mid-Continent Equipment and Machinery 
Southern et al. 
13900—Mid-Continent Equipment and Machinery Co. vs. 
Southern et al. 


13900 (Sub. No. 1)—Mid-Continent Equipment and Machinery Co. vs. 


Missouri Southern et al. 
September 12—Washington, D. C.—Examiner Gerry: 


13718—M. Piowaty & Sons, Inc., vs. Director General, Utah, Idaho 


Central et al. 
September 12—Buffalo, N. Y.—Examiner Satterfield: 


13367—The Board of Commerce, Inc., of Lockport, N. Y., vs. N. Y. C. 


et al. 
September 12—Chicago, Ill—Examiner Hillyer: 


13731—Menasha Printing and Crayon Co. vs. Director General and 


C. & N. W. 


september 13—Oklahoma City, Okla.—Examiner Fuller: 
i. and S. 1572—Compression of cotton at Cushing, Okla. 


September 13—Washington, D. C.—Examiner Sweet: 


Valuation Docket 88—In re tentative valuation of Gulf, Texas & 


Western Ry. Co. 
September 13—New York, N. Y.—Examiner Beach: 


13748 (and Sub. Nos. 1, 2 and 3)—The Texas Co. vs. Director Gen- 


eral. 
13795—Metal and Thermit Corp. vs. Director General. 


September 13—Washington, D. C.—Examiner Gerry: 
13806—Meyer-Vasquez Produce Co. vs. Director General. 


13874—J. S. Hoskins Lumber Co. vs. Director General, P. R. R. et al. 


September 13—St. Louis, Mo.—Examiner Koch: 


13838—Tuffii Bros. Pig Iron and Coke Co. vs. P. C. C. & St. L. et al. 


13831—Peerless White Lime Co. et al. vs. C. & E. I. et al. 


September 13—Oklahoma City, Okla.—Examiner Fuller: 
13935—People’s Compress Co. et al. vs. M. K. & T. et al. 
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September 13—Chicago, Ill._—Examiner Hillyer: 


13729—Dells Paper and Pulp Co. vs. Director General, Houston & 
Brazos Valley et al. 3 
13730—Pulp Wood Co. et al. vs. Direetor General, C. & N. W. et al. 
September 13—Indianapolis, Ind.—Examiner Gault: _ 
12253—The Goodwin Preserving Co., Inc., vs. Louisville Bridge and 
Terminal et al. 
* or tame Service Commission of Indiana et al. vs. A. T. & 
. F. et al. 


September 14—St. Louis, Mo.—Examiner Koch: 
* 13897—The St. Louis Chamber of Commerce vs. A. & V. et al. 
September 14—El Paso, Tex.—Examiner T. J. Butler: 
13963—Herman Bloch & Co. vs. Director General. 
September 14—Atlanta, Ga.—Commissioner Eastman: 
13494—Southern class rate investigation. 
September 14—Washington, D. C.—Examiner Kelley: 
— Docket 69—In re tentative valuation of Norfolk Termina] 
y. Co. 
September 14—Argument at Washington, D. C.: 

a ah ee E. Isgregg and Clifford Connerly vs. Director General, 
12908—Terre Haute, Indianapolis & Eastern Traction Co. et al. vs, 
Director General. : 

1. and = 1524—Coal from the southwest to Omaha, Neb., and related 
points. 

September 14—Lansing, Mich.—Michigan Public Utilities Commission: 

Finance Docket 2370—In the matter of the application of Pere Mar- 
quette Ry. for leave to abandon a line of railroad known as the 
Remus branch i n Mecosta and Isabella counties, Mich. 

September 14—Louisville, Ky.—Examiner Fleming: 

13792—-Standard Sanitary Mfg. Co. vs. Arcade & Attica et al. 

13771—-Standard Sanitary Mfg. Co. vs. Southern Ry. et al. 

September 14—New York, N. Y.—Examiner Beach: 

13797—Meigs Pulpwood Co., Inc., vs. Director General. 

13814—Barnes Foundry Co. vs. Director General. 

September 14—Chicago, Ill.—Examiner Hillyer: 

13830—By-Products Coke Corp. vs. Director General. 

13870—Arcady Farms Milling Co. vs. N. C. & St. L. et al. 

September 14—Washington, D. C.—Examiner Gerry: 

13853—Whalen Pulp and Paper Mills, Ltd., vs. Director General and 
Grand Trunk. 

September 15—Chicago, Ill—Examiner Hillyer: 

* —— Poultry, Butter and Egg Assn. et al. vs. Ann Arbor 
et al. 

September 15—Washington, D. C.—Examiner Gerry: 

* 13925—R. B. Miller vs. N. & W. et al. 

September 15—Lansing, Mich.—Michigan Public Utilities Commission: 
inance Docket 2369—In the matter of the application of Pere Mar- 
quette Ry. for leave to abandon a line of railroad known as 
Mecosta Branch in Mecosta County, Mich. 

September 15—Argument at Washington, D. C.: 

ee States Nickel Co. vs. Director General, Raritan River 


4 
12707—Chapin-Sacks Corp. vs. A. C. L. 
September 15—New York, N. Y.—Examiner Beach: 


13843—Spencer Kellogg & Sons, Inc., vs. West Shore et al. 
13846—Scott & Williams, Inc., vs. Director General. 


September 15—Cleveland O.—Examiner Satterfield: 
13801—The National Petroleum Assn. et al. vs. A. T. & S. F. et al. 
13847—Cleveland Brass and Copper Mills, Inc., vs. Director General. 


September 15—Oklahoma City, Okla.—Examiner Fuller: 
13758—Ridenour-Baker Mercantile Co. et al. vs. A. T. & S. F. et al. 


September 16—San iDego, Calif—Examiner T. J. Butler: 
13686—Chas. S. Hardy vs. Director General. 


September 16—Argument at Washington, D. C.: 
13154—American Splint Corp. vs. Director General. 
September 16—Louisville, Ky.—Examiner Fleming: 
13826—West Kentucky Coal Bureau vs. L. & N. et al. 
September 16—New York, N. Y.—Examiner Beach: 
13775—Lay Fish Co. et al. vs. Director General and Am. Ry. Exp. Co 
September 18—Nampa, Ida.—Examiner Armes: 
13554—J. C. Sewell & Co. vs. Director General. 
September 18—New York, N. Y.—Examiner Beach: 
* 13867—International Paper Co. vs. Director General, Erie et al. 
* 13877—Tidewater Paper Mills Co. vs. Bush Terminal et al. 
September 18—Washington, D. C.—Examiner Gerry: 
* 13842—General Fire Extinguisher Co. vs. A. G. S. et al. 
September 18—Toledo, O.—Examiner Satterfield: 
* 13606—The Larrowe Milling Co. vs. Ann Arbor et al. 
Sepetember 18—Washington, D. C.—Examiners Cassidy and Keeler: 
“aaa Minneapolis & St. Louis R. R. C 
nion. 
l. and S. 1596—Intermediate switching charges at Peoria, IIl. 


September 18—Washington, D. C.—Examiner Sweet: 


Valuation Docket 74—In re tentative valuation of Tonopah & Gold- 


field R. R. Com 


Valuation Docket 59—In re tentative valuation of Bullfrog & Gold- 


field R. R. Co. ‘ 
September 18—Washington, D. C.—Examiner Kelley: 


Valuation Docket 86—In re tentative valuation of Trinity & Brazos 


Valley Ry. Co. 
September 18—Washington, D. C.—Examiner Pattison: 


Valuation Docket No. 83—In re tentative valuation of the property of 


Toledo, St. Louis & Western R. R. Co. 


September 18—Argument at Washington, D. C.: 
13377—David Lupton’s Sons Co. vs. P. R. R. 
12547—Mrs. E. F. Berkeley Jones vs. Long Island et al. 
13006—Eiast Coast Potato Distributors vs. N. Y. P. & N. et al. 
September 18—McAlester, Okla.—Examiner Fuller: 
13818—Hale-Halsell Co. vs. C. R. I. & P. et al. 
* 13805—Hale-Halsell Co. vs. A. & V. et al. 


McAlester, Okla., via M. K. & T. Ry.). 
September 18—Springfield, Il].—Examiner Gault: 
13821—A. E. Staley Mfg. Co. vs. Director General and Ill. Cent. 
September 18—Los Angeles, Calif.—Examiner T. J. Butler: 
13906—Globe Grain and Milling Co. vs. Director General. 
* 13977—Walter Armacost & Co. vs. M. & M. T. Co. et al. 


0. vs. Peoria & Pekip 


Portions of fourth sec- 
tion applications 462 of Leland and 1766 of Emerson (sugar from 
New Orleans, La., Sugarland, Tex., and points taking same — 
to Ft. Smith, Ark., via St. L.-S. F. Ry., and to Muskogee an 
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Send for the 


RAND McNALLY COMMERCIAL ATLAS 


on 10 days’ free trial 


AN OPPORTUNITY NEVER BEFORE OFFERED 
to thee AMERICAN BUSINESS MAN 


END for the Atlas. Find out for yourself how it helps in 

making intelligent the daily decisions that influence the 
present and future of your business. See how the Atlas gives 
you a firmer grasp and understanding of your markets. Thou- 
sands of leading concerns all over the country are regular sub- 
scribers to the Rand McNally Commercial Atlas. And they refer 
to it every day and many times a day. It is at the elbow of the 
men who lay out sales campaigns. It guides the men who route 
the shipments. These executives say they could not get along 


without it. And so will you! 


Work with the Atlas beside you 


Apply the wealth of detailed and accurate in- 
formation in the Rand McNally Commercial 
Atlas to your business problems. Refer to it 
when you route your salesmen from market to 
market. Launch your sales campaigns where 
the Atlas shows the centers of population to be. 
Ship your goods the shortest, quickest way, as 
shown by the Atlas. Consult it as you get 
orders from cities, towns and villages near at 
hand or remote—it shows how to make de- 
liveries promptly and economically. 

Once you have used this truly extraordinary 
reference book, you will wonder how you ever 
got along without it. For it shows the pos- 
sibilities of each market. It will save you and 
your whole organization time and money. It 
will make your decisions more intelligent. 


Mail this coupon 


A Wealth of Business Information 


There’s a vast amount of usable and valuable 
information between the covers of the Rand 
McNally Commercial Atlas. Its clear and ac- 
curate statistics show you the business facil- 
ities of every hamlet, town and city in the 
land. Whether there is a railroad station, post 
office, express office and telegraph office. The 
Atlas indicates centers of population and the 
latest changes in population. It spreads the 
transportation systems of America before you. 
It shows railroad trunk lines, junctions, short 
cuts; trolley lines; steamship navigation routes, 
ports; auto roads. It contains individual maps 
of every state in the United States, maps of 
Canada, Central and South America, and Conti- 
nental Maps of the World. There are 540 pages, 
300 maps, 96 double page maps, 21 x 28 inches. 





All you have to do is to fill in and mail the coupon below. The Rand 
McNally Commercial Atlas, price $35.00, will come free for ten days’ in- 
spection, all carrying charges paid. Prove for yourself how it can help 
you many times a day. You can’t afford to be longer without this standard 
business reference book. Mail the coupon today. 


RAND McNALLY & COMPANY 


Map Headquarters 


Dept. H-34, 536 S. Clark Street 






express collect. 
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CHICAGO 


Rand McNally & Company, Dept. H-34, 536 S. Clark Street, Chicago 
Please send Rand McNally Commercial Atlas for ten days’ inspection. If at the end of ten 
days we desire to keep the Atlas, you may bill us at 


$35; if not, we will return the Atlas to you, 
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September 18—St. Louis, Mo.—Examiner Koch: 
11820—Missouri Portland Cement Co. vs. Director General. 
September 18—Salisbury, N. C.—Examiner McGrath: 
13777—The R. W. Walker Lumber Co. vs. C. & W. C. et al. 
13777 (Sub. No. 1)—The R. W. Walker Lumber Co. vs. A. C. L. et al. 
September 18—Chicago, lll._—Examiner Hillyer: 
13721—International Harvester Co. vs. N. Y. C. et al. 
September 18—Washington, D. C.—Examiner Gerry: 
13828—General Fire Extinguisher Co. vs. Director General. 
September 19—St. Louis, Mo.—Examiner Koch: 
* 13513—Stuttgart Rice Mill Co. et al. vs. A. & V. et al. 
September 19—New York, N. Y.—Examiner Beach: 
* 13887—Coastwise Lumber and Supply Co., Inc., vs. P. R. R. et al. 
* 13885—Lackawanna Steel Co. vs. Director General. 
September 19—Boise, Ida.—Examiner Armes: 
13738—State of Idaho, ex rel., Public Utilities Commission of the 
State of Idaho vs. O. S. L. et al. 
September 19—Argument at Washington. D. C.: 


ia 0" Canbmeeineone Traffic and Service Bureau vs. C. T. H. & S. E. 
et al. 


13164—Northwestern Traffic and Service Bureau, Inc., vs. Mo. Pac. 


et al. 
12867—Detroit Coal Exchange vs. Director General. 
September 20—Saginaw, Mich.—Examiner Satterfield: 


* 13836—United States Graphite Co. vs. Director General, Sou. Pac. 
Co. of Mexico. 


* 13945—United States Graphite Co. vs. Director General, Sou. Pac. 
Co. of Mexico. 
September 20—New York, N. Y.—Examiner Beach: ° 
* 13854—Gerard Ragone & Son vs. Director General, P. R. R. et 
September 20—Chieago, Ill.—Examiner Hillyer: 
* 13878—Chicago Fire Brick Co. et al. vs. Ahnapee & Western et al. 
September 20—Washington, D. C.—Examiner Kelley: 
Valuation Docket 106—In re tentative valuation of Chicago, Milwau- 
kee & Gary Ry. Co. 
September 20—Macon, Ga.—Examiner McGrath: 
13696—Bibb County Farm Bureau vs. C. of Ga. et al. 
September 20—Ft. Worth, Tex.—Examiner Fuller: 
13798—Japan Cotton Trading Co. of Texas vs. Director General. 
September 20—Hopkinsville, Ky.—Examiner Fleming: 
13759—Forbes Mfg. Co., Inc., vs. Y. & M. V. et al. 
* 13740—Elk Brand Shirt and Overall Co., Inc., et al. vs. Durham & 
Southern et al. 
September 20—Moline, II].—Examiner Gault: 
3360—Moline Oil Co. vs. Director General. 
13360 (Sub. No. 1)—Moline Oil Co. vs. A. T. & S. F. et al. 
September 20—Argument at Washington, D. C.: 


12552—The National Petroleum Assn. et al. vs. Director General, 
Pa. R. R. et al. 


13152—Northwestern Marble and Tile Co. vs. Director General, N. Y. 
N. H. & H. et al. 

Portions of fourth section application 1481 of N. Y. N. H. & H. 
(Rough marble, C. L., from Ashley Falls, East Cannaar, Conn., 
Lee, Sheffield and West Strickbridge, Mass., to Minneapolis, Minn.) 

13106—Crookston Gas Co. et al. vs. G. N. 

13106 (Sub. No. 1)—Crookston Gas Co. et al. vs. Director General. 

12490—The National Petroleum Assn. et al. vs. Director General, 
Pa. R. R. et al. 

September 21—New York, N. Y.—Examiner Beach: 
* 13891—The Atlas Portland Cement Co. vs. C. R. R. of N. J. et al. 
Portions of fourth section application 1774 of C. C. McCain (port- 


land cement from Navarro [Northampton], Pa., to points in New 
Jersey.) 


al. 


September 21—Atlanta, Ga.—Examiner McGrath: 


* 13790—Peoples Bank and Trust Co., Tupelo, Miss., et al 


,, a SS ve 
Ga. et al. 


September 21—Washington, D. C.—Examiner Gerry: 

* 13823—Virginia Coal Operators’ Assn. vs. Aberdeen & Rockfish et al. 
Portions of fourth section application 1478 of C. C. & O.; 1548 of 
Sou. Ry.; 1561 of N. & W.; and 1952 of L. & N. (Coal from 
Appalachia and Dante districts of Virginia and Harlan district of 
Kentucky to N. C., S. C., Ga. and Fla.) 


September 21—St. Louis, Mo.—Examiner Koch: 
* 13793—Perry Coal Co. et al. vs. B. & O. et al. 


September 21—Dallas, Tex.—Examiner Fuller: 

13892 and Sub. No. 2—Dallas Waste Mills vs. St. L. S. W. et al. 

13892 (Sub. Nos. 1 and 3)—Dallas Waste Mills vs. Mo. Pac. et al. 
13892 (Sub. Nos. 4 and 5)—Dallas Waste Mills vs. C. R. I. & P. et al. 
13892 (Sub. No. 6)-~-Dallas Waste Mills vs. G. C. & S. F. et al. 
13804—Mosher Steel and Machinery Co. vs. Director General, M. K. & 

‘a. Of T. et al. 

September 21—Chicago, I]]l.—Examiner Hillyer: 
* 9086—Channel Chemical Co. vs. A. T. & S. F. et al. 
September 21—Washington, D. C.—Examiner Sweet: 

Valuation Docket 150—In re tentative valuation of Bangor & Aroos- 
took R. R. Co., Northern Maine Seaport R. R. Co., and Van Buren 
Bridge Co. 

September 21—Hopkinsville, Ky.—Examiner Fleming: 

13760—S. E. Stewart vs. L. & N. 

13782—R. B. Thomas & Co. vs. Ill. Cent. 

Copsember 21—Argument at Washington, D. C.: 


y or oe Shipbuilding Co. et al. vs. Director General, B. & 
. et al. 


See ee 


GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
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12479 (Sub. No. 1)—Frank A. Scott and J. O. Eaton, as receivers for 
the Standard Parts Co. vs. Director General, B. & O. et al. 
13122—Firestone Tire and Rubber Co. vs. Pa. R. R. 


12699—American Farm Bureau Federation et al. vs. Aberdeen & 
Rockfish et al. 


September 22—Washington, D. C.—Examiner Gerry: 
* 13832—Gulf Coal Co. vs. The Virginian Ry. Co. et al. 
September 22—Muscatine, Iowa—Examiner Gault: 


*l, and S. Docket No. 1593—Rates on clam, mussel and oyster shells 
in Western Trunk Line territory. 


September 22—Dallas, Tex.—Examiner Fuller: 

* 13802—Texas Farm and Ranch Publishing Co. vs. Ahnapee & West- 
ern Ry. Co. et al. Such portions of fourth section app. 700, filed 
by F. A. Leland, by which carriers named as participating carriers 
thereto asked for authority to continue to charge for the trans- 


portation of printing paper from Cheboygan and Kalamazoo, Mich., 
to Dallas, Tex., etc. 


September 22—New York, N. Y.—Examiner Beach: 


* 13893—New York Milk Conference Board, Inc., vs. The Delaware & 
Hudson Co. et al. 


September 22—Chicago, Ill.—Examiner Hillyer: 


* 13498—North American Oil and Refining Corp. vs. Director General, 
K.C. M. & O. et. al. 


SERVICE ORDER AMENDED 


The Trafic World Washington Bureau 


The Commission August 4 issued amendment 1 to Service 
Order No. 23, effective on and after August 5, 1922. This amend. 
ment changes paragraph No. 7 in the following respects: (1) 
Class 2 is enlarged by the addition of clause (D), reading: ‘“(D) 
Bituminous coal which has passed over screens of four inches 
or larger opening, coke, and anthracite coal, to be shipped to 
retail dealers for household use.” 

(2) Class 4 is eliminated and a new class 4 is substituted 
therefor, reading: “Class 4 (as to all such common carriers 
by railroad): Coal for the production and manufacture of food- 
stuffs and medicines and for the manufacture of containers 
therefor, for daily use, but not for storage, exchange, or sale.” 

(3) Agents of the Commission are designated and ap- 
pointed, with authority to give directions as to car service and 
to the matters referred to in paragraphs (15) and (16) of sec- 
tion 1 of the interstate commerce act, and referred to in para- 
graph No. 7. The agents will be stationed at the following 
points, beginning Monday, August 7: S. J. Mayhood, Thurmond, 
W. Va.; B. S. Robertson, Bluefield, W. Va.; C. G. Semple, Hunt- 
ington, W. Va.; W. L. Barry, Norton, Va.; O. S Reynolds, Knox- 
ville, Tenn.; H. M. Priest, Louisville, Ky.; J. B. Ford, Birming- 
ham, Ala. 

In a note under class 2 the Commission said it was not in- 
tended by the paragraph creating that class to give any priority 
as between clauses A, B, C or D thereof. That is the subject 
dealt with in circular CSR-110 of the car service division of the 
American Railway Association issued August 4. 


CUYLER SAW HARDING’S PLAN 


The Trafic World’ Washington Bureau 


That the terms of the President’s railway strike com- 
promise plan were submitted to Mr. Cuyler in his conferences 
last week with the President and that, so far as the seniority 
proposal was concerned, no change was made in the terms 
after they had been so submitted, was declared at the White 
House the afternoon of August 4 on the highest possible au- 
thority, so far as the President is concerned. It was said that 
the impression had gone out that there had been some modifica- 
tion of the terms submitted by the President to Mr. Cuyler and 
to Mr. Jewell in his conferences with them last week and be- 
tween the time of the informal submission and the formal sub- 
mission. The only change made was in the second proposal, as 
the President informed Mr. Jewell, it was said. It was flatly 
stated that Mr. Cuyler saw the proposals in writing and that 
no change was made thereafter except as noted. The repre 
sentatives of the press were authorized to say, on behalf of 
the President: 

“The President in a matter of this importance never at- 
tempts to deceive anybody or permit deceptions.” 

After his conference with the President last week Mr. Cuy- 
ler said no definite proposals had been made to him by the 
President, and in New York the understanding was that Mr. 
Cuyler was greatly surprised by the seniority proposal. 
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ie i, re Pe Fae 
Chicago Bridge and Iron Works vs. Erie et al.: case 12396: parts cf fourh 
we176sy 1625, 1774, 1775 and 187; structural ‘sans and steel (69 [. Cc. C., 
edt ne ET Pe OE eT LO CE eT Ce Oe Ee eee 
Cannelton Sewer Pipe Co. vs. Southern: case 12454; also 12454 (Sub. No. 1), 
Huntingburg Pressed Brick Co. vs. Same: 12454 (Sub. No. 2), U. S. 
Co. vs. Same; 12524, Indiana Cotton Mills vs Same; 12524 (Sub. No. 1). 
John Obrecht Sons’ Mfg. Co. vs. Same; 12524 (Sub. No. 2), Tell City 
Woolen Mills vs. Same; 12524 (Sub. No. 3), U. S. Brick Co. vs. Same; 
12524 (Sub. No. 4), Tell City Furniture Co. vs. Same; 12524 (Sub. No. 5), 
Knott Mfg. Co. vs. Same; 12524 (Sub. No. 6), Tell City Flouring Mills vs. 
Same; and 12524 (Sub. No. 7), Tell City Water and Light Co. vs. Same; 
CORN ATS FR Gn BERG oiiess cisikgecisig 01000 4 :csmenvo Gea tants ane ae oghnc aeiaeaes 
Buckeve Pipe Line Co. vs. B. & O. et al.; case 13050; coal (73 1. C. C.. 19-23) 
Hillebrand, A. W., Co. vs. Director General; case 12184; also cases 12187 and 
13188, Same va. Same: coal (69 ¥. C. ©., TOOTH. a. ccsicss caccscwccreccecs 
Midland Linseed Products Co. vs. Erie et al.; case 12290; linseed oit meal 
OD Bee eg! PIE Visi: © ces oncny.s Sans gis yo: -c cies ethis Civicre-oe'a pu ie uGiaie eins sa ak es-s 


Empire Refineries, Inc., et al. vs. C. R. I. & P. et al.; case 12435; refined 
oil (73 T. C. CG. 37-39) 
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TENTATIVE REPORTS OF THE COMMISSION 
St ern Senn eee Sip oui 
a ss cas dll vires hme owe aoremibemenons 
LOSS AND DAMAGE DECISIONS 

Cases decided by state and federal courts 


MISCELLANEOUS TRAFFIC DECISIONS 
Cases decided by state and federal courts........ 


ANSWERS TO QUESTIONS OF LOCAL AGENTS 
PERSONAL NEWS AND NOTES 
QUESTIONS AND ANSWERS 


gal and practical questions answered by experts.......... Se PIT 
COMPLAINTS 


Digests of petitions filed with the Commission 


DOCKET OF THE COMMISSION 
Yates and places of I I SIN io cere tnin sei tseanjaiis eo niningiaselnremmain ions 
























When You Specify 


MID-WEST 
BOXES 


You assure yourself a 
scientifically designed 
package worked out to 
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354 


334 
334 












wi meet your needs by our 

experienced package de- 

“ signers, made by the 

— Mid-West’s advanced 

~ methods, from the best 

= materials, under rigid 

= inspection. 

. Hundreds of the world’s 

leading concerns ship in 

. Mid-West Boxes. 

ie General , 

a9 Offices Factories 

- 16th Floor Anderson, Indiana 
Conway Building Kokomo, Indiana 

354 Chicago, Ii. Chicago 


Cleveland, Ohio 
Fairmont, W. Va. 


We Operate Our 
Own Boxboard and 
Strawboard Mills. 









Corrugated Fibreboard Products Solid Fibre Containers 
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Rand McNally & Co. 


WINDWARD ISLANDS SERVICE 
Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; 
San Juan, Porto Rico; Guadeloupe; Martinique, Barbados and 


Trinidad. Also North Coast of South America and Curacao as sufficient 
cargo offers. 


EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 





ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 


KANSAS CITY OFFICE: 1039 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 
CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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|} The San Antonio and Aransas Pass Railway Co. 















J. S. Peter, 4 
Vice-Pres. & Gen. Mgr., Vdddddddddddssj; q 


San Antonio, Tex. WY 
J. C. Mangham, 


Gen. Frt. Agt., / Y, . » Muskogee 








San Antonio, Tex. Q OklahomaCity 


J. B. Brooks, 


A. G. FL A kK 






















San Antonio, Tex. 4 McAlester 
Little Rock, 
H. C. Franks, 
Gen. Agt. Frt. Dept., 
San Antonio, Tex. Y ¥, 
W. A. Springall, %y 
Com. Agt., Yj M/ Le SHA yy 
San Antonio, Tex. ON 
A. R. Canfield, SZ 





Com. Agt., Yy 
Houston, Tex. 
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Sy, 
SPEEDY, 
ACCURATE, 
AND 
mMonterey ACCOMMODATING 
PERFORMANCE 


Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 


v7) ° . , a a 
San ‘iatenio Corpus Christi Alice |Laredo via Alice List of Direct Connecting Rail Lines: 


24 hrs. 26 hrs. 24 hrs. Aransas Harbor Terminal Railway 
“ 22 << 20 « Fredericksburg & Northern Ry. 
19 «* Gulf Coast Lines 
Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
SM eons cant, aaceereeces cineca emai acaeeeaaeeeecee ene eat Kansas & Texas Ry. 
uthern Pacific Lines 

Houston San Antenio | Corpus Christi Alice San Antonio, Uvalde & Gulf R. R. 
5 days ri) days ris, days : days San Antonio Southern Ry. 
a4 <« 3 3g « 4 St. Louis Southwestern Ry. (Cotton Belt) 

3 days 3% s  < Sugar Land Ry. ; 

Proportionate service to above is rendered to all intermediate points. jnaccens + te oceoy aaa Ry. 


Below is approximate service in days from following cities and River Crossings: 
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meee ete rere FACIFIC LINES 


pe © OFFLINE AGENCIES 
© GATEWAYS 
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Where to reach them 
e "@ cil 
MESSAGE,TO THE PUBLIC 


Suggestions, complaints or comments respecting our rates, service or relations with the 
people, addressed to our traffic officers, will receive prompt and courteous attention 





TRAFFIC DEPARTMENT 
LINES WEST OF EL PASO AND OGDEN 





















FREIGHT PASSENGER 
G. W. LUCE, Freight Traffic Manager San Francisco, Cal. CHAS. 8. FEE, Passenger Traffic Manager San Francisco, Cal. 
E. W. CLAPP, Asst. Frt. Trfc. Mgr., Southern Dist., : F. E. BATTURS, Asst. Pass. Trfc. Mgr. San Francisco, Cal. 
San Francisco, Cal. JOHN M. SCOTT, General Passenger Agent Portland, Ore. 
H. A. HINSHAW, Asst. Frt. Trfc. Mgr., Northern Dist., F. S. MeGINNIS, General Passenger Agent Los Angeles, Cal. 
San Francisco, Cal. E. J. FENCHURCH, Asst. General Passenger Agent Tucson, Ariz. 
H. C. HALLMARK, General Freight Agent San Francisco, Cal. 
J. T. SAUNDERS, General Freight Agent Los Angeles, Cal. 
J. H. MULCHAY, General Freight Agent Portland, Ore. 
E. J. FENCHURCH, Asst. General Freight Agent Tucson, Ariz. 
WM. C. FITCH, Freight Claim Agent San Francisco, Cal. 
Cc. K. DUNLAP, Traffic Manager, Houston, Tex. 
FREIGHT PASSENGER 
C. W. OWEN, Assistant Traffic Manager Houston, Tex. JOSEPH HELLEN, General Passenger Agent Houston, Tex. 
T. G. BEARD, General Freight Agent Houston, Tex. 
Cc. G. WEBB, Freight Claim Agent Houston, Tex. 
Cc. S. FAY, Traffic Manager, New Orleans, La. 
FREIGHT PASSENGER 
JOSEPH LALLANDE, General Freight Agent New Orleans, La. JOHN T. MONROE, General Passenger Agent New Orleans, La. 
H. M. MOORS, Freight Claim Agent New Orleans, La. 
‘‘MORGAN. LINE’ 
NEW YORK-NEW ORLEANS-GALVESTON LINES NEW ORLEANS-HAVANA LINE 
WM. SIMMONS, General Freight and Passenger Agent New York Cc. S. FAY, General Freight Agent New Orleans, La. 


H. M. BOUCK, Freight Claim Agent Pier 49, N. R., New York J. T. MONROE, General Passenger Agent 


S.P.R.R. OF MEXICO 


H. LAWTON, General Freight and Passenger Agent Guaymas, Sonora, Mexico 
L. W. MAYHOOD, Freight Claim Agent Guaymas, Sonora, Mexico 


Executive Offices: 165 Broadway, New York 
F. H. PLAISTED, Assistant Director of Traffic. 





New Orleans, La. 











LEWIS J. SPENCE, Director of Traffic. 





